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SENATOR CUMMINS 


The death of Albert B. Cummins has removed from 
the U. S. Senate the only man who had a comprehensive 
knowledge of the transportation problems of the country. 
Whether he acquired it because he thirsted for knowledge 
or because it was pressed upon him by those whose em- 
ployment made it necessary for them to think of the perils 
through which the railroads of the country have passed 
in the last ten years, is not material. 

One fact dominates all others: At a time when the 
railroads of the country were in a plight far more desperate 
than many realized, Cummins had an understanding of the 
essential facts, which, as time goes on, may bring to him 
a gratitude that was not obvious in the latter years of 
his life. 

Cummins sensed the fact, in 1920, that, without ade- 
quate railroad facilities, the country would come upon an 
era which historians might have to describe as the dark 
ages. But that was only one part of the service he rendered 
in that year. Appreciating the utter dependence of his 
country on railroads for its continued prosperity, if not its 
existence, he had the courage to demand fair treatment for 
them. That was what was demanded by a man, who, less 
than a dozen years before, had come into the Senate with 
an attitude toward the transportation systems of the country 
that would have warranted placing him among railroad 
baiters—such as some other Iowans had been and still are. 

The education and progress of Cummins after his 
arrival in the Senate constitute the patent evidences of the 
greatness of the soul of the man in the things that counted. 
In smaller matters he often tried the patience of his ad- 
mirers, but when his great opportunity came he had the 
mind and courage enabling him to meet it. 

Few men there are who have the courage to learn 
and make progress as did Cummins. A large part of the 
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transportation act is attributable to him. Without his 
approval and vigorous support it is doubtful whether such 
constructive legislation as was enacted in 1920 could have 
been written into the statutes. Parcelling out credit for 
provisions in a statute is a thankless task. Cummins, Esch, 
Clark, and others had much to do with the ideas therein 
contained. It would serve no useful purpose to undertake 
to say that the period there or the comma here belonged 
to Cummins, or Esch, or Clark. The fact, however, is that 
Cummins backed the idea that Congress should require a 
fair return to the railroads to the end that they would be 
adequate for the service the country required then, and 
requires now just as much as then, if not more, notwith- 
standing the coming of the automobile truck. 


Consolidation of railroads so that the strong would give 
support to the weak and thereby assure transportation to 
the undeveloped parts of the country is thought by some 
to be a necessary appendix to section 15a. Cummins 
advocated consolidation by methods differing from those 
of other men, but the essential thought of a combination 
of the lines into a limited number of systems to the end 
that the whole country would have railroads that would be 
self-supporting, without putting too much of the burden 
on any one section, was a Cummins idea. Others also 
had it but Cummins was in position to prevent progress 
in that direction had he been so minded. Instead, however, 
he worked for legislation to promote consolidation. 

The strain to which the transportation system was 
subjected by the war, rendered more obvious by the failure 
of the government to increase the revenue so as to bring 
it up to the absolutely necessary point of paying the ex- 
penses of the railroads, seemed to be a fact more firmly 
fixed in the mind of Cummins than in the minds of many 
of his colleagues. His work from the beginning of the 
period when return of the railroads to their owners was 
a certainty was toward the assurance of a wage to them 
that would keep them going. His concern was largely for 
what he and those working with them called the “weak 
sisters”—that is, the railroads, some long and some short, 
which, under the load put on all by the war, could not 
possibly have continued to operate had they been returned 
to their owners without remedial legislation of the sort 
passed in 1920. 

The vigor with which Cummins worked for the salva- 
tion of the railroads, not because he loved them but because 
he loved his country, was all the more surprising in view 
of the fact that he came into the Senate with the sophomoric 
idea of everything wrong and nothing right held by the 
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late Senator LaFollette to the day of his death. When 
Cummins came to the Senate the query among the news- 
paper men was as to which of those two“ progressives” would 
take the baton of leadership of the insurgent wing of the 
Republican party. There was then, as now, a faction from 
the middle west that could not be counted on as being 
regular at all times. Some were insurgent on one thing, 
some on another. But Cummins was essentially a student, 
as distinguished from a mere reader. Experience took him 
away from rather than toward LaFollette. The latter was 
the sponsor for the valuation section in the interstate com- 
merce law, but when he had it enacted his thought was that 
the physical valuation of the property of the railroads would 
show such a small investment that there would be an imme- 
diate and large reduction in freight rates. It was a bit 
of legislation written, by the autthor, at least, with un- 
friendly intent, though not all those who voted for it could 
have been so accused. 

Cummins in his great work was as radical, in fact, as 
LaFollette and others had been in name. He advocated 
consolidations, which, at the time he came to the Senate, 
were to the people of the middle west and the administra- 
tions in power as a red rag to a healthy bull.- But Cummins 
saw in consolidation, with strict regulation, salvation for 
the railroads serving communities not able to produce heavy 
traffic densities and he did not hesitate to fly in the face 
of all the opposition to consolidation built up in the years 
following wild-catting in railroad construction and bank- 
ruptcy, as a punishment for the sins of those who built rail- 
roads without need for them and then took them away from 
the trusting communities that had issued bonds for their 
construction, via the bankruptcy court. 

The Iowan, in 1920, built his work on the proposition 
that the country had to have railroads and that the only 
way they could be had, under private ownership, was to 
allow them to earn a fair return on the capital investment, 
assurance of such an intent being written in plain words 
in the statute. The radicals with whom he had trained in 
his sophomoric years could not follow him in such a com- 
mon sense course. Therefore, Cummins, in his declining 
years, heard the curse, “reactionary,” hurled at his head 
more frequently, perhaps, than any other man in the last 
thirty years, the years in which the curse has been more 
used than in any other period. The country may not ever 
give evidence of the gratitude it should feel for a man 
of Cummins’ courage, but that is not unusual. Real students 
of the war period, however, will be inclined to say that 
there was no man in the military service with more courage 
than the Iowa insurgent. 

The death of Senator Cummins also removes from 
Congress practically the only advocate of legislation in- 
tended to “stimulate” consolidation of the railroads into 
a limited number of systems. The Cummins consolidation 
bill will be pending on the Senate calendar in December 
when Congress meets for the short session of the Sixty- 
ninth Congress, but the absence of its author, it is believed, 
will result in the measure not being pressed for consider- 
ation.. The senator had planned to press for action on the 
bill at the short session. His death also, it is believed, will 
affect the situation with respect to the Parker railroad con- 
solidation bill, which is pending before the House committee 
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on interstate and foreign commerce. The senator would 
have opposed the Parker bill because it did not go far 
enough in the direction of compelling consolidations in a 
limited period of time. He sincerely believed that there 
must be some “incentive” or “inducement” or “stimulation” 
in order to bring about consolidations. He proposed, in 
his bill, to recapture excess earnings in such way that rail- 
roads would prefer to consolidate rather than not to con- 
solidate and pay excess earnings to the government. The 
Parker bill provides for voluntary consolidations subject 
to the approval of the Commission. It has the approval 
of many students of the problems related to proposed con- 
solidation of the railroads into a comparatively few sys- 
tems. The passing of Senator Cummins, therefore, materi- 
ally changes the legislative situation with respect to the 
Cummins and Parker bills. The Parker bill probably will 
be reported from the House committee at the December 
session and an effort may be made to have it enacted into 
law at that session.. 


SOME EXPLODED IDEAS 
That the earth is flat. 
x * x 


That the transportation act, section 15a, is a guaranty 
of earnings to the railroads. 
* * * 


That the moon is made of green cheese. 
* * * 


That shippers who can use the Panama Canal have 


a “natural geographical advantage” to the benefits of which 
they are entitled. 
o = « 


That the United States senate is the most dignified 
legislative body in the world. 
a 


That senators and representatives are nominated and 
elected by “the people,’ who want them, instead of by 
expensive organizations paid for by the money of special’ 


interests and professional politicians. 
* 6.6 


That two can live cheaper than one. 
ee 8 


That there is no politics in making transportation rates. 


STATE AGGRESSIONS 


In an address before the American Bar Association, at its 
recent meeting in Denver, Thomas J. Norton, of the Chicago 
bar, formerly connected with the legal department of the A. 
T. and S. F. Railroad, and a student of and writer on the 
Constitution of the United States, on the subject, “National 
Encroachments and State Aggressions,’ spoke as follows of 
aggressions of the states against the national government with 
respect to interstate commerce: 


The first great power conferred on the national government 
by the Constitution was for the raising of money, for self- 
support and self-defense. The second provision took from the 
states the power over commerce between them which they had 
excercised under the Articles of Confederation until they had 
wrecked our first constitutional government. A cartload of fire- 
wood could not be taken from New Jersey into New York City 
without paying duty, in retaliation for which policy New Jersey 
taxed heavily the light house at Sandy Hook protecting New 
York Harbor. And so it went all round and round again. 
Attempts of far-seeing men to induce the states to leave the regu- 
lation of commerce to the nation failed. Therefore, one of the 
prime purposes of George Washington and other patriots in call- 
ing a convention to revise the Articles of Confederation was to 
put commerce under national supervision. In importance the 
Commerce Clause was considered second only to the one enabling 
the government to support and defend itself. 

Yet a writer on the Constitution who was for a long time on 
the Supreme Court said that had it not been for the Commerce 
clause as enforced by the Judicial Department the states would 
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long ago have broken down this government as they did the first 
one. It should therefore be informing to consider for a while the 
record. This subject will be examined at some length because of 
its capital importance in the national defense as well as in its 
bearing on industrial and commercial development. I am not in 
the service of a transportation company or in any manner inter- 
ested in railways. The subject will be examined solely from the 
constitutional point of view. 

Up to 1887, when the first Interstate Commerce Law was en- 
acted, the state did what regulating there was, under the familiar 
principle that where the nation has not occupied the fleld the 
state may do so to meet necessity. Traffic at that time was rela- 
tively light. The almost inconceivable tonnage and travel of the 
present day, the unprecedented volume of capital in trades, the 
determined competition for markets of producing areas devel- 
oped in recent years, the rivalry of states, and the sleepless dili- 
gence of competing carriers to hold if not advance their positions 
in transportation—all these have given to the Commerce Clause 
an importance of which its writers never dreamed and demon- 
—— in practice the soundness of the principle which they 
stated. 

The Interstate Commerce Law has from the beginning con- 
tained a proviso that it shall not affect the regulation by the 
state of traffic wholly within it. That means now only about 16 
per cent of the tonnage of the country, and a large part of that 
small volume is moved in trains passing from one state to another 
and therefore under national control by virtue of the Commerce 
Clause. It is accordingly manifest that commerce and the rates 
for moving it are almost as fully national as mail and the rates 
of postage. 

While surrendering to Washington very willingly their sover- 
eignty in matters to which they should have held jealously, the 
states have tried by local regulation to control rates and move- 
ments in national commerce. No consideration will be given to 
the cases in which there was room for difference of opinion as to 
whether the state had entered the field of national authority. 
There are cases enough in which it undertook calculatingly, skill- 
fully, and effectively to break down or circumvent the dominion 
over commerce which the Constitution conferred upon the nation. 

Thus in 1912 the Interstate Commerce Commission found 
(23 I. C. 31) in a case brought by Louisiana, and commonly 
called the Shreveport Case, that Texas had set up a system of 
local freight rates which prevented shippers in Louisiana from 
selling at Texas points in competition with Texas sellers, even 
where the Louisiana merchant might be much nearer the point 
of consumption. The Commission declared the condition to be 
an obstruction to and burden upon interstate commerce and 
ordered the carriers to discontinue the discriminative rates. The 
Supreme Court of the United States sustained (234 U. S. 342) 
the Commission in this exertion of power. 

Many states made at that time the unsound contention that 
their own resources should be developed and husbanded for local 
benefit. On the contrary, all the people of the nation are entitled 
to enjoy without restriction the production of every state. For 
this the Commerce Clause was written. Accordingly the Supreme 
Court held (221 U. S. 229) that Oklahoma could not prevent 
the piping of its natural gas into other states. 

To the Commission the Shreveport Case was probably the 
straw that broke the camel’s back, for the activities of the states 
toward dominating the field of commerce had been openly lawless 
for more than six years. The spirit of hostility to railroads which 
was engendered = the agitation respecting the Hepburn Law of 
1906, increasing the powers of the Commission and particularly 
authorizing it to fix reasonable rates, resulted in a concerted 
effort by states to beat down local freight rates and passenger 
fares in complete disregard of the effect on interstate schedules, 
interstate commerce, and interstate carrier companies. This 
action and the spirit behind it may be illustrated by passenger- 
fare legislation, which was unjust in its method and confiscatory 
in its effect. The fourteen 2 cent fare laws of 1906-1907 were 
unjust in method because they were legislative decrees without 
more than nominal hearings in some instances and with none at 
all in others. Only Governor Charles Evans Hughes, of New 
York, had the stamina to veto such a bill on the ground that the 
legislature was without information on the very important sub- 
ject with which it has undertaken summarily to deal. Some can- 
didates for governor were swept into office because their battle 
cry was a 2 cent fare for the people—that regardless of the com- 
mand in the Fourteenth Amendment that the state shall not 
take‘private property for the people. But the states took it. 
Those invasions of constitutional rights furnish admirable illus- 
trations of what the framers of the Constitution knew so well 
and what Jefferson cogently expressed, that those in power will, 
if unchained, revert to the type of the tyrant. 


The extent and effect of this aggression on constitutional prin- 
ciple may be illustrated by the use of facts from my own state. 
In 1907 Illinois enacted a 2 cent fare law without having given 
to the subject the consideration which it required. That reduc- 
tion cut the passenger revenues $10,000;000 a year and the bleed- 
ing continued for nine years. Even after the Interstate Com- 
merce Commission declared in 1915 that an interstate fare of 
2.4 cents was low enough, Illinois successfully contested the 
application of the rate locally for over three years, or until the 
World War, when the United States Railroad Administration put 
both state and interstate fares at 3 cents. From that a loss of 
$9,000,000 resulted, or about $100,000,000 in all. Why, there- 
fore, should the people of Illinois, who sanctioned that pillage 
and profited by it, now profess so much moral indignation when 
the courts have found that a state official had pocketed a million 
of their money? A departure from sound principle, even by a 
whole people, is always a mistake. 

As 13 other states enacted 2 cent fare laws at that time, and as 
4 states fixed fares by legislation at about 2.5 cents, it is likely 
that this drain on the transportation system ran into billions. 

But that great confiscation was relatively unimportant, for 
running parallel with passenger legislation were orders of state 
commissions and legislatures reducing freight rates below the 
interstate level. It is the freight rate that largely sustains a car- 
rier. The earnings from freight are more than four times those 
from passengers. But there is no reason why a shipper should 
provide cheap rides for travelers. The Supreme Court held (236 
U. S. 605) that each branch of the service should sustain itself. 

Besides the loss stated through freight rates and passenger 
fares the states refused to require some classes of shippers to load 
the cars sufficiently. Thus one carrier was obliged to use in one 
year in moving 56,512 shipments of flour and other products of 
grain 14,000 more cars than would have been necessary had the 
states required loads of reasonable size. While that waste of cars 


was going On everywhere the country was loudly complaining of 
car shortage. 
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In addition to the legislation mentioned and the reduction 
freight rates and carloads by state commissions, there was a — 
certed movement by many governors and commissions to teen 
down the interstate passenger fares and freight rates fixed ak 
reasonable by national authority conferred by the Commere, 
Clause. The plan was to compel railways to establish state-lin 
stations so that passengers could buy tickets from state to stat, 
and thus defeat the higher interstate fare, and so that shipper 
could re-bill their freight at state lines. Kansas put this ideg in 
statuory form in 1915, but the Supreme Court of the state hej 
(168 Pac. 838) the act void for conflict with the Commerc, 
Clause. And the Interstate Commerce Commission held tha 
interstate freight could not be reshipped at state lines so as to gy 
a sum of state rates below the interstate rate for the Whole 
distance. 

_But all over the map the evading of passenger fares ap 
freight rates approved by national authority went on at state lines 
for upwards of ten years with the overt assistance of many States 
These practices reached a crisis when the Interstate Commery 
Commission decided (23 I. C. C. 31) the Shreveport Case jp 
1912 and the Supreme Court sustained it (234 U. S. 342) ang 
declared that state rates and fares must yield to those approve 
by national authority where they cause discrimination or cag 
an undue burden on interstate travelers or shippers. Texas, aided 
by Virginia and Kentucky, attempted to “recall” by act of Con. 
gress the Shreveport decision. But the bill failed. 


The Shreveport principle was applied by the Commission ty 
remove numerous purposely discriminative rate situations set up 
by states, but they stubbornly contested in most cases. There 
were a few exceptions. However, the general attitude was rebel. 
lious and has continued so. Even after the government took over 
the railways for war purposes and the Director General ordered 
an advance of both state and interstate rates to a common leye] 
resistance to the order was carried to the Supreme Court (250 
U. S. 135) by North Dakota, backed by thirty-seven other states 
and the commissions of those states. The Supreme Court guys. 
tained the exertion of national authority under the War Clause of 
the Constitution. 

The disposition of the states thus to interfere with national 
prerogative even in time of national peril was evidently an eye. 
opener to Congress, for when by the Transportation Act of 199) 
it returned the railways to their owners, at the end of federal 
control, it carefully authorized the Interstate Commerce Com- 
mission to order advanced every state fare or rate found to be 
unfair or burdensome to interstate commerce. It also directed 
the Commission to produce such earnings out of rates as would 
insure to the American people an adequate and sound transpor- 
tation system, for experience in the World War had demon- 
strated what the German always knew and what the American 
officeholder never saw, that in national defense transportation 
precedes in importance both the army and the navy, neither of 
which can function without it. Although the Commission never 
has provided the earnings so fully as Congress directed, the 
transportation system of the United States—the first line of 
national defense—is now in the highest state of efficiency that it 
has ever reached. Car shortage, for example, has not been heard 
of since. 

Nothwithstanding the practical and overwhelming proof of the 
wisdom of Congress expressed in the Transportation Act, state 
influence has never relaxed its efforts to secure the repeal of 
those provisions which have contributed so much to trade, com- 
merce and national defense. In the last three Congresses there 
have been 12 Senate bills and 18 House bills framed to undo in 
various particulars the constructive work of the Transportation 
Act and especially to restore to the state its intolerant control 
of prewar days. Long hearings were held on some of those bills. 

Of course, there is much local police power for the state to 
exercise which the Supreme Court has held to be not obnoxious 
to national regulation, such as for sanitation and safety in work- 
ing places. When we consider that 14 states passed 2 cent fare 
bills, and that most of the states kept state freight rates below 
what the Interstate Commerce Commission authorized or permitted 
as reasonable and just in interstate traffic, we have the answer to 
the question, why the railways of the United States were not in 
tiptop condition when we were driven into a war with a country 
the railways of which were constructed primarily as an_instru- 
mentality of national defense or offense. Partial answer, I should 
have said, for a network of restrictive state and national enact- 
ments prevented railways from co-operating and co-ordinating 
as they should have been permitted to do, as federal control dur- 
ing the World War found it absolutely necessary to be done, and 
as Congress by the Transportation Act at the close of the war 
authorized the carriers to do to some extent. 


Regulation of commerce has been considered at this length for 
three reasons: (1) Because on it turned the failure of our first 
constitutional government and the success of the present one; 
(2) because disregard by the states of the spirit of the Commerce 
Clause led them directly to the invasion of the right of property 
and of personal liberty, both violative of the most specific con- 
stitutional guaranties; and (3) because interference with national 
regulation operated not only to hamper progress in time of peace, 
but also to imperil the Republic in time of war. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) a8 
of July 1 was 68.4, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
60.3; refrigerator, 79.8; coal and coke, 73.4; stock, 85.7; flat, 
74.6; tanks and others, 94. By districts the percentages for 
all classes of equipment were as follows: Eastern, 59.2; 
Allegheny, 74.9; Pocahontas, 61.4; Southern, 64.5; Western, 73.6. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of July 1, showed the 
following: Eastern district, 98.9 as compared with 98.8 a year 
ago; Allegheny, 101.8 as compared with 103.3 a year ago; 
Pocahontas, 78.5 as compared with 78.9 a year ago; Southern, 
96.7 as compared with 96.5 a year ago; Western, 98.3 as 
compared with 99.3 a year ago; all districts, 98 as compared with 


98.6 a year ago; Canadian roads, 96.9 as compared with 94.4 
a year ago. 
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Current Topics 
in Washington | 





How They Long for Washington.—Among the friends and 
acquaintances of Senator Cummins there was regret when he 
decided to be a candidate for another term at the primary in 
which he was defeated by Senator Brookhart. For five or six 
years before that time his health had been failing. The wonder 
was, as many thought, that he was able to keep going as long 
as he did. But when the idea of being a power in Washington 
takes a man it is seldom he has strength of mind enough to 
take the warnings of age to make a dignified retirement. Joseph 
¢. Cannon is the most shining example of a man who recognized 
the limitations age placed on him. He retired, traveled to his 
home in Illinois over part of the trail over which his parents 
had carried him when they moved from North Carolina to the 
then far west, and is living in retirement in Danville, Ill. John 
Quincy Adams was so enamored of life in Washington, whence 
his father had departed in a huff when the people preferred 
Jefferson to him, that he came back to Congress as a represent- 
ative, dying, in 1848, in a room in the Capitol, immediately over 
the room from which the first telegraphing was done to Balti- 
more four years before. Even when men retire voluntarily, 
seemingly, they are loath to leave Washington, although its 
attractions seem far less than those which kept the nobles of 
France in Paris to such an extent that they did not know what 
was going on in their home districts. The fact, however, that 
many who retire voluntarily remain in Washington may be due 
to the fact that the capital, owing to their years of residence, 
has become their homes. Without any exertion it is possible 
to name former Senator Hoke Smith, of Georgia, at one time a 
cabinet officer; Oscar W. Underwood, about to retire; Stanley, 
of Kentucky, who, as a member of the House of Representatives, 
showed his colleagues how what he called an imitation whisky 
could be made in less than fifteen minutes by reducing grain 
alcohol to potable strength by the addition of distilled water 
and prune juice; Gore, the blind man from Oklahoma; Thomas, 
of Colorado; Chamberlain, of Oregon; Sterling, McCumber and 
Butler, the latter of North Carolina. A generation ago Butler 
was one of the youngest men who had been elected to the 
senate, his election being the result of the Republican and 
Populist coalition in North Carolina. He has been out of public 
life for twenty-five years, but he was so young while as a 
senator—about thirty years old—that his beard is but now be- 
ginning to gray liberally. Theodore Burton, a representative 
from Ohio, is one of the probably few men who have ever been 
senators and then gone back to the House. No other instance 


‘comes to mind. Former members of the House are legion in 


Washington. Sixteen years ago the earth around Washington 
trembled when John Dalzell, Frank Mondell, Philip Pitt Camp- 
bell, William Rodenberg, and James Lloyd walked forth. Dalzell 
was the spokesman for the Republican majority of the then 
all-powerful committee on rules and the others, except Lloyd, 
were his young lieutenants. Lloyd was a Democratic lieutenant, 
powerful when his party was in control. The mutations of 
political time have cast them down. Dalzell, possessor of a 
comfortable fortune, lives here in the winter. At eighty-one 
he has the sprightly step of a cock sparrow, as he had twenty 
years ago. He has truly retired. The others are practicing 
law. Like Cummins, but not to the same degree, they were 
dependent on salary or professional fees. Cummins was a poor 
man and needed the salary he received. That may be one rea- 
son why he could not follow the suggestions of those advisers 


who thought it unwise for him to enter the primary in which 
Brookhart defeated him. 





Passing of “Dad” Spangler.—The death of D. E. Spangler, 
general superintendent of transportation of the Norfolk and 
Western, at Atlantic City, July 22, at the end of the first of the 
resumed hearings in the lake cargo coal cases brought a sense 
of _bersonal loss to probably a larger number of carrier and 
shipper traffic men than would have been caused by the death 
of any other man so familiar to those having to deal with coal 
transportation problems. Everybody knew Mr. Spangler, who, 
although a relatively young man—64—in a way of speaking, 
was the father confessor of all those in trouble on account of 
coal rates and coal handling. Spangler fought for his railroad 
always, but he also helped those with whom he was dealing, 
hence, probably, his sobriquet. At every hearing or argument 
that brought together the big men of the coal industry and 
the traffic men of the coal carrying roads, there were two 
figures, D. E. Spangler and W. K. Field, the latter president of 
the Pittsburgh Coal Company. They were cronies from the 
time, as youngsters, they met in the service of the Scioto Val- 
ley in southern Ohio. When they met, after office hours, there 
Was no use, as one of their friends put it, of any body trying 
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to break up their “hullabaloo” about the days when they were 
railroading under the difficulties that attended efforts forty odd 
years ago to make a little railroad pay its way and keep out 
of the hands of the sheriff. They had to talk out the incidents 
one or the other thought of and there was no getting any busi- 
ness done until the talk was over. Naturally, as railroad man 
and coal company president, they were on opposite sides of the 
question, but as to railroading in southern Ohio forty years ago 
the competition was to see which could remember the most 
and the most vividly. 





Trend Toward Parliamentarism.—It seems amazing to those 
who have given thought to things in Europe that, at a time 
when there is a looking away from parliamentarism in Europe, 
some Americans should be showing an inclination toward it. 
Using the term as embracing all that would magnify the legis- 
lative power at the expense of the others, the manifestation in 
the United States is the practice of the Senate, and sometimes 
of Congress, to adopt resolutions directing the president to 
do something, as, for instance, to employ special counsel to try 
the naval lease scandal cases. Had President Coolidge vetoed 
the Walsh resolution giving that direction it would have been 
dead, it is believed, because it would have brought to his sup 
port regulars of his party and left the enforcement of the laws 
in the hands of the executive without specific direction from 
the legislative branch as to how much he should carry out his 
oath to see that the laws are enforced. Another move toward 
making at least a part of the legislative power stronger is the 
contention, in the courts, by the Oregon postmaster and a gen- 
eral lands office surveyor or some other sort of official, that 
the president cannot remove them without the consent of the 
Senate. Of course, that is an old question, the best answer to 
which, is seems, is that, if the makers of the constitution had 
intended that the advisory Senate should have a veto power 
on the chief executive to remove appointees confirmed by it, 
they would have said so in language as unmistakable as the 
words they used to say that the president, with the advice and 
consent of the Senate, might make appointments in the execu- 
tive branch. The Pennsylvania case, in which the court held 
that the governor could not remove members of the utilities 
commission, seems to settle in the negative the question as to 
whether a chief executive can remove a legislative officer with- 
out the consent of the Senate. But postmasters and land office 
officials are executive branch employees. For the eourts to hold 
that executive branch appointees can only be removed with the 
consent of the Senate, it is believed, in a relatively short time, 
would make the president as feeble an official as the chief 
executive of the European governments that are having their 
troubles now, and make the house of representatives, in the 
course of a few decades, almost as useless as the house of lords. 





More Stigo Rule Thoughts.—iIt would be going too far to 
say that the Commission’s decision, by division 1, in No. 15877, 
Standard Oil Company (Indiana) vs. Atchison, Topeka and Santa 
Fe et al. (see Traffic World, July 24, p. 184), has created a 
panic among shipper traffic men and railroad tariff publishing 
agents, because they are not, as a rule, easily thrown off their 
poise. But it is believed to be accurate to say that several 
dozens of them are wondering whether they have any com- 
passes left, in so far as priority of tariffs and the combination 
rule are concerned. The Commission said the intermediate ap- 
plication rule in the Big Four commodity rate tariff on petro- 
leum and its products was rendered inoperative by the excep- 
tions to the classification. The rule in that tariff was older 
than the exceptions. The latter did not specifically cancel the 
commodity tariff and its rule for intermediate application. 
Under a conference ruling adopted in 1908 from which there 
has never been many, if any, departures, the later publication 
could not render the earlier one inoperative except by direct 
cancellation, of which there was none in this instance. In 
substance, the decision in this case was that, when the excep- 
tions to the classification were published, they took the place 
of the commodity rates at such points to which the exceptions 
published rates. Under that ruling, it is suggested, the com- 
modity rates on petroleum and its products to Chicago, Ill., and 
Whiting, Ind., published in the commodity tariff, no longer 
exist, but have been superseded by the rates carried in the 
exceptions. The last mentioned publication carries rates on oil 
to practically, if not to every, point in central territory, and 
operates under the case cited to displace the commodity rates. 
Under the general rule commodity rates displace class rates or 
rates made by exceptions to the classification. There are doz- 
ens of intermediate application rules. The decision seems to 
raise a query as to whether they have not been displaced by 
junior publications, none of which purport to cancel the older 
publications. 





Old-Time Fighting Methods.—Briefs and testimony in No. 
14968, Victor-American Fuel Company et al. vs. Denver and 
Salt Lake et al., decided this week, remind one of the old- 
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time fights between combinations of a carrier and a shipper or 
shippers on one side, and shippers on the other. According 
to the allegations of the complainants, the defendants, who 
were not merely the railroad but the Moffat Coal Company and 
the Colorado-Utah Coal Company, the railroad and the Moffat 
company, at one phase of the fight about the distribution of 
coal cars, set spies on the operations of the complainants at 
the Pinnacle mine to observe what was going on on the days 
when more cars were set than the request of the Pinnacle 
called for, and some times more than its rating. The testimony 
of the man detailed by the Moffat mine, as summarized by 
August Gutheim, attorney for the complainants, was that he 
took station in the kitchen of his father-in-law, and, with the 
aid of a pair of binoculars, watched what was being done while 
the Pinnacle had an embarassment of riches in the form of 
more cars than it had asked for. The same authority asserts 
that the railroad employe, a train dispatcher, could not keep as 
close tab on things as the Moffat watcher because he had other 
things todo. He got around on one of the glorified hand-cars used 
by supervisory Officials of railroads having to do with mainte- 
nance work, but his watching was not so extensive as the out- 
post work attributed to the Moffat man sitting at the stove in 
the kitchen of his father-in-law.—A. E. H. 


SOUTHERN BRICK CASE 


The Trafic World Washington Bureau 


The Commission has re-opened I. and S. Nos. 1885 and 1938, 
for further hearing in respect of the rates and caroad minimum 
weight on common brick. In the same order it reopened No. 
17098, Augusta Face Brick Co. et al. vs. Atlantic Coast Line 
et al., merely for further hearing without specification of any 
limits as to the range of the further testimony in that case. 

The three cases will be closely related to, if not later 
connected with, formal docket Nos. 18442, 18443 and 18444, three 
thirteenth section proceedings initiated by the Commission on 
suggestion from the southern railroads. The latter alleged 
the commissions of North Carolina, Georgia and Alabama, in 
prescribing rates on common brick, failed and refused to follow 
the requirement of the Commission in the National Paving 
Brick case that rates on common brick for distances not in 
excess of 150 miles should be made not more than 80 per 
cent of the rates on face brick. 

In the Commission’s reports in the two suspension docket 
cases mentioned in the initial paragraph, the railroads claim 
the Commission reiterated its views that rates on common 
brick for the shorter distances should not exceed 80 per cent 
of the rates on face brick, and that the commissions in the 
states mentioned, notwithstanding the 150 mile limit, prescribed 
rates on common brick for distances in excess of 150 miles on 
the 80 per cent basis, or some basis other than that which they 
claim the Commission indicated should be the limit in southern 
territory as well as in the territory in which it required the 
carriers to observe definite orders. In southern territory it 
told the carriers and the shippers to get together and work out 
a revision, using its decision as a guide. The tariffs resulting 
from the efforts of the carriers to observe that admonition were 
suspended in the suspension cases mentioned. In disposing of 
them the carriers claimed the Commission indicated that the 
150 while limit was to be observed. In their applications for 
thirteenth section proceedings, granted in the formal docket 
cases mentioned, they contended that the state commissions 
set at naught the findings and requirements in the national case 
and made rates which would result in great loss of revenue 
to them. For instance, they pointed out that North Carolina, for 
a haul of 160 miles prescribed a rate of 7.6 cents while under 
the Commission scale that rate should be 9.5 cents. At 600 
miles the North Carolina scale makes a rate of 15.6 cents 
while the Commission scale rate would be 19.5 cents. 





RAIL OPERATING RESULTS 


The net railway operating income of the Class I railroads 
for the first six months this year totaled $494,866,776, which was 
at the annual rate of return of 4.94 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics. For the first six months last 
year, their net railway operating income was $439,398,416, or 


4.49 per cent on their property investment. Continuing, the 
Bureau said: 


Property investment is the value of road and equipment as 
shown by the books of the railways, including materials, supplies and 
cash. The net railway operating income is what is left after the 
payment of operating expenses, taxes and equipment rentals, but 
before interest and other fixed charges are paid. 

This compilation as to earnings for the first half of 1926 is based 
on reports from 185 Class I railroads, representing a total mileage 
of 236,938 miles. 

Gross operating revenues for the first six months this year 
amounted to $3,028,560,861, compared with $2,896,616,605 during the cor- 
responding period last year, or an increase of 4.6 per cent. Operating 
expenses for the first half of 1926 totaled $2,299,851,388, compared with 
cage aaa for the first six months last year, or an increase of 2.7 
per cent. 


Class I railroads during the first six months this year paid 
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$182,474,572 in taxes, an increase of $13,546,105 or 8.0 per cent ove 
the same period in 1925. : 

Expenditures for maintenance for the first six months’ Deriog 
totaled $1,054,005,103, an increase of $35,361,831 compared with the 
same period last year. For maintenance of way the railroads during 
the first six months in 1926 spent $413,138,797, an increase of 4° 
722,668 or 6.4 per cent over the same period last year, while ‘for 
maintenance of equipment, $640,866,306 was expended, an increage of 
$10,639,163 or 1.7 per cent compared with the same months one 
year ago. 

Twenty-two Class I railroads operated at a loss for the giy 
months’ period this year. of which eight were in the eastern district 
one in the southern district and thirteen in the western district, ° 

For the month of June, Class 1 railroads had a net railway 
operating income amounting to $107,335,654, which was at the annual 
rate of return of 5.49 per cent on their property investment. fo, 
the same month last year their net railway operating income 
amounted to $92,148,575 or 4.82 per cent on their property invest. 
ment. 

Gross operating revenues in June this year totaled $539,864 69 
compared with $507,034,436 in June, 1925, or an increase of 6.5 per 
cent. Operating expenses in June this year totaled $390,190, 450, 
compared with $376,077,689 in the same month last year, or an ip. 
crease of 3.8 per cent. nae! 

Eastern District 

The net railway operating income for the Class I railroads in the 
eastern district during the first six months this year totaled $264. 
143,672, which was at the annual rate of return of 5.71 per cent on 
their property investment. For the same period last year their net 
railway operating income was $234,091,058, or 5.17 per cent on their 
property investment. Gross operating revenues of the Class I rajj- 
roads for the first half of 1926 totaled $1,529,538,015, an increase of 
4.8 per eent over the corresponding period last year, while operating 
expenses totaled $1,156,648,874, an increase of 2.9 per cent over the 
same period in 1925. 

Class I railroads in the eastern district for the month of June 
had a net railway operating income of $57,776,431 compared with 
$50,146,912 in June last year. 


Southern District 

Class I railroads in the southern district during the first six 
months this year had a net railway operating income of $79,564,480, 
which was at the annual rate of return of 5.65 per cent on their 
property investment. For the first six months last year the rail- 
roads in that district had a net railway operating income of $75,340,- 
681, which was at the annual rate of return of 5.60 per cent on their 
property investment. Gross operating revenues of the Class I rail- 
roads in the southern district for the first six months in 1926 totaled 
$440,540,132, an increase of 8.2 per cent over the same period the year 
before, while operating expenses totaled $325,759,435, an increase of 
7.7 per cent. ; 

The net railway operating income of the Class I railroads in 
the southern district in June amounted to $12,446,785, while in the 
same month last year it was $11,039,086. 


Western District 
Class I railroads in the western district for the first six months 
this year had a net railway operating income of $151,158,624, which 
was at the annual rate of return of 3.79 per cent on their property 
investment. For the same period last year, the net railway operating 
income amounted to $129,966,677, which was at the annual rate of 
return of 3.31 per cent. Gross operating revenues of the Class I 
railroads in the western district for the first six months this year 
amounted to $1,058,482,714. an increase of 2.7 per cent over the same 
period one year ago, while operating expenses totaled $817,443,079, an 
increase of one-half of 1 per cent compared with the first six months 
last year. 
em the month of June, the net railway operating income of the 
Class I railroads in the western district amounted to $37,112,438. The 
net railway operating income of the same roads in June last year 
totaled $30,962,577. s 
Class | Steam Roads—United States 
Six Months Ended June 30 
1926 1925 


Total operating FEVENUEC........ccsccrcees $3,028,560,861 $2,896,616, 605 
Total cpuaten Semen ere 2,299,851,388 2,239,959,256 
, RERUN RA ines Se eee 182,474,572 168,928,467 
Net railway operating income............ 494,866,776 439,398,416 
SNE SUIOUE bc b-0:6:ss00 5 86d nisinsernsue ss 75.94 77.33 
Rate of return on property investment.. 4.94% 4.49% 
Month of June ze 
1926 1925 
Total operating revenues..............+- $ 539,864,683 $ 507,034,436 
Total operating expensesS............+..- 390,190,450 376,077,689 
NEN re satrie rae ricec en anaees oo cases cists 32,966,345 29,902,132 
Net railway operating income............ 107,335,654 92,148,575 
re Seer rr cre 72.28 74.17 | 
Rate of return on property investment.. 5.49% 4.82% 


OPERATING STATISTICS 


Operating statistics of Class I railroads, exclusive of switch- 
ing and terminal companies, compiled by the Bureau of Statistics 
of the Commission, show the following for May, and the five 
months ended with May, 1926 and 1925: 


Loaded car-miles—1,488,094,000 for May and 1,382,685,000 for 
May, 1925; 7,007,458,000 for five months ended with May and 6,591,- 
112,000 for same period of 1925. i 

Empty car-miles—837,136,000 for May and _ 763,896,000 for Ly 
1925; 3,961,810,000 for five months ended with May and _ 3,579,461,0 
for same period of 1925. L 

Net ton-miles—39,833,000,000 for May and 37,126,600,000 for 4 
1925; 187,883,000,000 for five months ended with May and 176,616,000,000, 
for same period of 1925. " 9 537 

Average number of locomotives on line—31,765 for May and 32,9 : 
for May, 1925; 31,854 for five months ended with May and 32,726 fo 
same period of 1925. 4 a 

Average number of freight cars on line—2,514,327 for May - 
2,523,202 for May, 1925; 2,515,558 for five months ended with Ma} 
and 2,516,922 for same period of 1925. 18.1 

Per cent unserviceable of total locomotives—16.9 for May and 13. 
for May, 1925; 17.2 for five months ended with May and 18.7 for samé 
period of 1925. 81 

Per cent unserviceable of total cars on line—6.8 for May and 8. 
for May, 1925; 6.7 for five months ended with May and 7.9 for same 
period of 1925. os. 98.9 

Car-miles per car-day—29.8 for May and 27.4 for May, 1925; 28. 
for five months ended with May and 26.8 for same period of 1929. 95: 

Net tons per loaded car—26.8 for May and 26.9 for May, ro 
26.8 for five months ended with May and 26.8 for same period of 1920. 
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STATION CASE DISMISSED 


The Commission, by division 5, has dismissed No. 17554, 
peter Witt vs. The New York Central et al., mimeographed, 
fnding that it was without jurisdiction to require the building 
of passenger stations near the west end of Cleveland, under the 
conditions presented in this case. Mr. Witt alleged that the 
failure of the defendants to provide passenger station facilities, 
in the west end of Cleveland, subjected their patrons, residing 
in that part of the city, to great inconvenience and hardship. 

The defendants were the New York Central and its sub- 
sidiary, the Big Four. The Commission was asked to require 
them to afford reasonable, proper, and equal passenger station 
facilities by the construction of two passenger stations, one to 
be on the tracks of the New York Central in the vicinity of 
Madison Avenue and West 117th Street, and the other on the 
tracks of the Big Four, where they cross 117th street, in the 
vicinity of Linndale. At 117th street the tracks of the two 
carriers are parallel, about two and a fourth miles apart. In 
disposing of the case, the Commission said: 


Approximately seven years ago, plans were drawn for the con- 
struction of a new downtown terminal passenger station, and it is 
contemplated that the new structure will be available for use by 
1930, although complainant estimates that the building will not be 
ready before 1935. When this terminal is completed, all passenger 
trains of both defendants will be operated over the Big Four and it 
is the purpose of the Big Four to erect a station at 117th Street 
at that time. By reason of the plan to discontinue operation of 
passenger trains over the New York Central at 117th Street, com- 
plainant, and intervener city of Cleveland, withdrew their complaints 
respecting the construction of a station on the line of that carrier 
but request that the Big Four be required to proceed at once in 
the erection of a station, and that the defendants be directed to 
route their passenger trains over this line immediately, instead of 
waiting several years until the downtown terminal is completed. 
There is now a small station on the Big Four about 400 feet west of 
ll7th Street. Intervener City of Lakewood did not express its at- 
titude respecting dismissal of complaint against New York Central, 
nor did it file any brief. * * * * 

Complainant does not rely on any specific provision of the inter- 
state commerce act, but intervener, city of Cleveland, relies on para- 
graphs 18 to 21 of section one. Defendants contend that we are 
without jurisdiction in the premises. Both interveners and defend- 
ants cite decisions in Oklahoma Corp. Commission vs. A. T. & S. F. 
Ry. Co., 101 I. C. C. 647, and Los Angeles Passenger Terminal Cases, 
100 I. C. C. 421. It is contended that failure to erect, maintain and 
operate the station sought, constitutes undue prejudice against the 
citizens of the west end of Cleveland, and that even though we do 
not have jurisdiction to order the construction of the station, never- 
theless our consent must be obtained before application may be made 
to the state commission for an order to compel a defendant to pro- 
vide a station. Defendants point out that the instant case does not 
present any question of extension of defendant’s lines, or the construc- 
tion of facilities so expensive as to require the issuance of bonds, 
or involve any other matter conferring jurisdiction on us, except the 
question of discrimination, and even admitting that discrimination 
exists, the situation is being remedied as promptly as circumstances 
will permit. As indicated in the Los Angeles Passenger Terminal 
Cases, supra, we find that we are without power to require carriers 


or passenger stations under conditions such as are presented 
re. 


BOXED DRIED FRUITS 


The Commission, by division 2, in No. 15245, Anderson Tay- 
lor Company et al. vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, has found the rates on dried fruits in boxes, in 
carloads, from California points to Utah destinations unrea- 
sonable, and awarded reparation. It found the rates on dried 
fruits in sacks not unreasonable. Inasmuch as the rates sought 
for the boxed dried fruits had been voluntarily established, no 
order for the future was necessary. 

The complaint alleged the rates between October 14, 1918, 
and February 4, 1920, and between September 15, 1921, and 
September 10, 1923, from points in California to Ogden and Salt 
Lake City, Utah, were unreasonable and unduly preferential 
of shippers located at Denver, Colo., and Butte, Mont. 

Dried fruits are rated fourth, in either boxes or sacks, in 
Western Classification territory. They take alternative commod- 
ity rates based on 40,000 and 60,000 minima from California 
Points to Utah, Butte, Denver and eastern points. <A 30,000- 
pound minimum was in effect prior to August 26, 1920. The 
movement of dried fruits in sacks, the commission said, was 


a aratively light. In disposing of the case the Commission 
1d; 
60 ov? find that the rates assailed on dried fruit, in boxes, minimum 


on 0 pounds, from group 1 points prior to November 25, 1923, were 
cee enable to the extent they exceeded 75 cents, 94 cents and 84.5 
tom minimum 60,000 pounds, during the periods October 14, 1918, 
nr eaty 4, 1920, inclusive, September 15, 1921, to December 31, 
hs 21, inclusive, and January 1, 1922, to November 25, 1923, inclusive, 
espectively, and from group 3 points prior to March 20, 1924, the 
rates assailed were unreasonable to the extent they exceeded the 
combination of the established ren | class or commodity rates from 
re group 3 points to group 1 points, plus the rates above pre- 
scribed from group 1 points, minimum 60,000 pounds. 
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We further find that the rates assailed on dried fruits, in boxes, 
minimum 40,000 pounds, from group 1 points prior to November 25, 
1923, were unreasonable to the extent they exceeded 92 cents, $1.15, 
and $1.035, minimum 40,000 pounds, during the periods October 14, 
1918, to February 4, 1920, inclusive, September 15, 1921, to December 
31, 1921, inclusive, and January 1, 1922, to September 10, 1923, in- 
clusive, respectively, and from group 3 points prior to March 20, 
1924, the rates assailed were unreasonable to the extent that they ex- 
ceeded the combination of the established basing class or commodity 
rates from said group 3 points to group 1 points, plus the rates above 
prescribed from group 1 points, minimum 40,000 pounds. 

Upon the present record we are unable to find that the rates 
assailed on dried fruits, in sacks, were unreasonable. 

The rates found reasonable having been voluntarily established 


by the defendants no order presscribing rates for the future will 
be necessary. - 

And we further find that complainants, John Scowcroft & Sons 
Company; Anderson-Taylor Company; Zion’s Cooperative Mercantile 
Institution; Jennings-Cornwall Warehouse Company; Symns Utah 
Grocery Company; Standard Brokers & Distributing Company; Kahn 
Brothers Company; Gibson Commercial Company, Bankers Trust 
Company, receiver; Fred J. Fabian Company; Ferd J. Fabian and 
T. R. Robins, a firm trading as the Fabian Brokerage Company; and 
Theodore W. Whiteley and Berry Maycock, a partnership, trading 
as Whiteley and Maycock, made the shipments as described and 
paid the charges thereon at the rates herein found unreasonable; 
that they have been damaged in the amount of the difference be- 
tween the charges paid and those that would have accrued at the 
rates herein found reasonable; and that they are entitled to rep- 
aration with interest. Complainants should comply with Rule V 
of the Rules of Practice. 

The formal complaint also named the Baliff-Rolapp Brokerage 
Company; Dustan and Coates; Dustan Brokerage Company; Ogden 
Wholesale Grocery Company; Ray & Whitney Brokerage Company; 
Salt Lake Transfer Company; and Utah Wholesale Grocery Com- 
pany, as complainants. The record, however, does not show that they 
made any shipments, or that they paid or bore the charges on any 
of the shipments in question. 


COAL RATES CONDEMNED 


In a report written by Commissioner Aitchison, on No. 
15575, Old Ben Coal Corporation vs. Cleveland, Cincinnati, Chi- 
cago & St. Louis, et al, mimeographed. The Commission, by 
division 2, has condemned rates on bituminous coal from West 
Frankfort, West Frankfort Mine No. 18, Christopher, Christopher 
Mine No. 20, Johnston City, and Buckner, Ill., to points in 
Indiana on the Big Four, as unreasonable and unduly prejudicial 
to the extent they exceed rates from Harrisburg, Ill., and points 
grouped therewith to the same destinations. New rates, in 
accordance with the basis indicated, are to be established not 
later than October 7. 

Complainant alleged the rates from certain of its mines, 
in the southern Illinois fields, to points in Indiana on the Big 
Four, were unreasonable and unduly prejudicial to itself, its 
locality, and its coal traffic, and preferential of its competitors, 
located in the so-called Harrisburg group and elsewhere. It 
asked the Commission to prescribe reasonable and nonprejudi- 
cial rates, not to exceed those from the Harrisburg group, to 
the same destination. 

The Indiana Coal Traffic Bureau, O’Gara Coal Company, 
and J. K. Dering Coal Company intervened in opposition. 

The Old Ben Corporation operates twelve large mines in 
southern Illinois. They are all served by the Illinois Central. 
Two of them, those at West Frankfort and Johnston City are 
also served by the Chicago & Eastern Illinois. The Indiana 
destinations covered by the complaint, 173 in number, are points 
on the Big Four and north of the line of that road extending 
from Sandford via Greensburg and Shirley to Crete, including 
also points on the Martinsville and Columbus branches. The 
report said various routes were available from points of origin 
to destination. The average short line distances, from the Old 
Ben lines, over the Illinois Central or the Eastern Illinois, in 
connection with the Big Four range from 185 miles to Sanford, 
Ind., to 431 miles to Granger, Ind. These short-line routes, the 
report said, would give to the originating lines, minimum hauls 
of 127 miles, from the mines on. the Illinois Central, and 111 
miles from the two on the Eastern Illinois. 

Rates are the full combination of the locals to and from 
the various junction points. The lowest rate applicable from 
the Old Ben mines to the destinations in question via any route 
in connection with the Big Four, the report says, range from 
$2.40 to $3.62. To show that the rates assailed were both un- 
reasonable and unduly prejudicial, Commissioner Aitchison said, 
the complainant relied in great measure, upon a comparison 
with the rates maintained by the Big Four from its mines in 
the Harrisburg group, in southern Illinois, to the same Indiana 
destinations. Mr. Aitchison said, that the differences in favor 
of the Harrisburg group ranged from 76 cents to $1.45 in the 
rates, and from 12 to 22 miles in distances. 

The complaint was against the policy generally observed 
by railroads of refusing to make rates from a group of mines 
on one railroad to destinations on the rails of another railroad 
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the latter also serving a group of mines, the theory being 
that the destinations on the second railroad were able to obtain 
adequate supply of fuel by means of a single-line haul. In this 
case the defendants opposed the establishment of joint rates 
from the Old Ben mines to destinations on the Big Four. They 
contended, the report said, that no public necessity had been 
shown therefor, and that their establishment would result in 
uneconomical cross-hauling of coal and inefficient handling of 
coal cars in time of shortage. They said that coal-originating 
lines serving that territory were reluctant to joint in rates to 
destinations on other coal-carrying roads. That policy, Mr. 
Aitchison said, appeared to have many exceptions, some of which 
he cited. In disposing of the case the Commission said: 


Interveners generally oppose granting the prayer of the com- 
plainant on the ground that there is no public necessity for joint 
rates from the Old Ben mines to Big Four stations in Indiana. They 
support the general policy of coal-carrying roads in Illinois and In- 
diana of refusing to accord joint rates to mimes on other coal-pro- 
ducing carriers, although they admit that the lack of joint rates has 
been a severe handicap to them in marketing their coal. One of the 
interveners stated that for years he had been endeavoring to secure 


joint rates from his mines to certain destinations in Illinois but had 
been unsuccessful. 


Complainant does not seek joint rates, and it is apparent that 
its interest lies in the measure of the rates rather than in their 
character. Complainant is entitled to move its coal to any market 
at reasonable and nonprejudicial rates. We have repeatedly con- 
demned the action of carriers in adjusting rates so as to impede 
or stifle the movement of commodities in any given direction. Wyom- 
ing Coal Co. vs. V. Ry. Co., 98 I. C. C., 488, and cases cited therein. 
Defendants contend that there is a well recognized exception to 
this general condemnation of restrictive rates in cases where com- 
bination rates are supported by a general policy of the carriers con- 
cerned to refuse to join in the establishment of joint rates on coal to 
their local markets from points on other coal carrying roads, and 
they cite a number of cases in which we have found combination 
rates on coal not unreasonable or unduly prejudicial when maintained 
in accordance with such a policy. To merit our approval any such 
policy must be followed without discrimination between shippers 
similarly situated. The policy sought to be invoked in the instant 
case has many exceptions, under which defendants accord to com- 
plainant’s competitors preferential joint rates. The numerous com- 
parisons of record amply establish the unreasonableness of the rates 
assailed and the propriety of the adjustment sought by complainant. 

We find that the rates assailed are unreasonable and unduly 
prejudicial to complainant to the extent that they exceed the rates 


from Harrisburg, Ill., and points grouped therewith to the same des- 
tinations. 


NO PREJUDICE FOUND 


The Commission, by division 5, has dismissed No. 14831, 
Winding Gulf Colliery Company et al. vs. Chesapeake & Ohio 
et al., mimeographed, finding the failure.of the defendants to 
arrange for the extension of the same service, and facilities to 
complainants’ mines as they accord certain other mines does 
not result in unjust discrimination or undue prejudice. It fur- 
ther found that the combination rates on coal from complain- 
ants’ mines to eastern interstate destinations was not unrea- 
sonable, unjustly discriminatory or unduly prejudicial. 

The complainants own and operate five soft coal mines 
near Pemberton, W. Va., in the New River district. Three of 
the mines, two of which are rated as one mine, are on what is 
known as the Collins Spur of the Virginian, which connects 
with the Winding Gulf branch of that line at Loop Junction. 
The other two are located on a short spur of the Chesapeake & 
Ohio, which connects with the Winding Gulf branch of that line, 
a short distance south of Pemberton. The branches of the 
Virginian and the Chesapeake & Ohio, mentioned, extend from 
Mullens through Pemberton to Fireco, and from Stone Coal 
Junction to Pemberton, respectively. Physical connections for 
interchange purposes between the Virginian and the Chesa- 


peake & Ohio are maintained at Pemberton and Stone Coal 
Junction. 


The complaint alleges that the failure of the Virginian 
and Chesapeake & Ohio to accord their mines, the same treat- 
ment in facilities, service and rates on coal to interstate desti- 
nations as is accorded other mines in the same district on their 
line and on the Kanawha, Glen Jean and Eastern, and to open 
to each other their respective lines and facilities to the extent 
they are open to competing lines in the district, results in un- 
due prejudice and disadvantage and that the practices of the 
defendants were and are unjust, unreasonable, unjustly dis- 
criminatory and unduly prejudicial. The Commission was asked 
to require the defendant to interchange at Pemberton or at 
some other convenient point, traffic from their mines; to afford 
facilities equal to those accorded traffic from other mines, in- 
terchange between defendants in that district; to open to each 
other their respective lines, including tracks and facilities be- 
tween mines on their respective lines and points of interchange 
on such terms and conditions as the Commission might pre- 
scribe; to move empty cars from either line from the point in- 
terchange to their mines, and the loads therefrom to the inter- 
change point without additional charge at the flat district rate 
applied by the Iine-haul defendant to interstate destinations; 
and to accord similar treatment in facilities, service and rates 
at their mines as was accorded other New River district mines. 

“Concisely stated,” the report says, “complainants desire 
that defendants either accord them some form of treatment, 
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similar in result, to that accorded their competitors, 5 
preferential treatment, accorded their competitors (or s 
them whose situation is found to be substantially the xs 
that of complainants), be withdrawn.” 

Complainant contended that by the application of the prin, 
ciples enunciated in Richmond Chamber of Commerce ys, g A 
L., 44 I. C. C. 455, and cases therein cited, the rate-making 
treatment complained of was brought within the inhibition 9 
section 2. The Commission said the primary doctrine of thog 
cases was that the phrase “under substantially similar circum. 
stances and conditions,” as found in section 2, referred to the 
matter of carriage and did not include competition. It said the 
issues in the Richmond Chamber of Commerce case, and in the 
case now before it, were different. It said the question to be 
determined was whether the circumstances and conditions of 
carriers were substantially similar. The greater part of the 
evidence, it said, related to the movement and handling of tray. 
fic originating at mines having joint mines status as compared 
with the movement which would be necessary if the complaip. 
ants’ mines also had joint mines status. It said that the eyj. 
dence was insufficient to sustain the allegation of unjust dis. 
crimination. It said it did not find that unjust discrimination 
resulted from the rate applied on coal traffic originating at 
complainants’ No. 2 mine, on the Chesapeake, and interchange 
at Pemberton, for destinations on the Virginian; nor from the 
rates applied on traffic originating at mines Nos. 1 and 3 ang 
interchange at Pemberton or destinations on the Chesapeake, 
The Commission pointed out that in Wyoming Coal Company ys, 
Virginian, 96 I. C. C. 359, and 98 I. C. C. 488, it found that the 
rates on coal from complainants’ mines in the New River dis. 
trict on the Virginian, to westbound interstate destinations, for 
the future would be unreasonable and unduly prejudicial to the 
extent that they might exceed the district rates on like traffic 
maintained by the defendants from mines in the New River 
district. It also pointed out that its order had been taken to 
the courts, the lower court having refused to set aside the or. 
der, but issuing a temporary stay pending appeal to the Svu- 
preme Court of the United States. The Commission said that 
if its order should be finally sustained and that if the defendants 
did not extend those findings to cover complainants’ mines the 
matter might again be brought to its attention. 

The Commission gave only its relatively small amount of 
attention to the allegation of unreasonable rates, recognizing 
the fact that the primary object of the complaint was to bring 


— reciprocal use of tracks in the vicinity of complaining 
mines. F 


T that 
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COAL CAR DISTRIBUTION 


An unqualified condemnation of the Denver & Salt Lake’s 
modifications of the coal car distribution rules of Circular CS-31 
(revised), including the round robin rule, has been made in No. 
14968, Victor-American Fuel Co. et al. vs. Denver & Salt Lake 
et al, mimeographed. The Commission, by division 5, said that 
carrier’s rules, regulations and practices in respect of the distri- 
bution of cars to coal mines served by it, had been and were 
unlawful, unreasonable and unduly prejudicial. The complaint 
was about transactions in 1922 and 1923. 

A further finding was that its practice, of not counting 
against a mine’s distributive share, cars placed thereat for rail- 
way fuel loading was unlawful and unduly prejudicial. 

The complaint was made not only against the railroad com- 
pany and its receivers but also the Moffatt Coal Co. and the 
Colorado & Utah Coal Co., operating mines on the rails of the 
carrier defendant. They moved to dismiss the complaint in so 
far as they were concerned but the Commission denied their 
motions both at the beginning of the proceeding and also in its 
final report. The first denial was without prejudice to their 
bringing the motions forward later, upon the final submission 
of the case. 

The question of damage, if any, and the amount thereof, 
was reserved for future consideration. No order was made but 
the case was held open to permit the complainants and the car- 
rier to adjust the matter of rules, regulations and practices. 
Sixty days were allowed for the filing of an appropriate petition 
for further hearing in respect of damage and the amount thereof, 
if any, that was sustained. 

The two coal company defendants were found to have re- 
ceived an undue preference, with their knowledge and consent, 
by reason of an agreement with the Denver & Salt Lake in re 
spect of railroad fuel and cars and the practice under that 
agreement. 

In only oné major respect did the final report of the Com- 
mission fail to sustain the complainants. It found, not sus- 
tained, the allegation that the Denver & Salt Lake permitted the 
Moffatt Coal Co., with its knowledge and consent incident to 
the operation of two tipples at one mine so to report the work- 
ing time and production at that mine as to obtain for that mine 
an unreasonably excessive and unduly prejudicial rating. The 
Commission found that the workings of the coal company’s mine 
constituted two mines; that there were two seams of coal dis 
tinct from each other; that while there was physical connection 
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een the two workings, so as to pass men and materials 

and forth, the passage was not one through which it was 
ticable to pass coal so that the production of two mines 

prec g i a d through 

could be loaded through a single tipple on one day an g 

the other on another and in that way the rating of each mine 
ely increased. 

The complainant asked for an order requiring the estab- 
ishment of some method by which the rules of the carrier would 
be strictly observed by the Moffatt company; that if the mining 
qperation were found to be two mines, as it was, that such mines 
be 80 policed that the carrier would know to a certainty that 
coal from one mine was not dumped over the tipple of the 
other, and that railroad cars used only at the mine for which 
they were intended, and that they be not used af either mine 
depending upon the wish of the coal company. The Commission 
said that that should be done by the carrier in order that it 
might fulfill the duty imposed on it by law of maintaining an 
equitable and just distribution of cars for coal loading. 

Four modifications of the CS-31 rules were considered and 
condemned. The first was that of rating the mine and then 
regarding the rating so obtained as a standing order for cars 
each day the rating was in effect, regardless of the number of 
cars ordered or desired by the mine. 

In commenting on that rule the Commission observed that 
it was a well recognized principle that a carrier’s duty to fur- 
nish transportation did not arise until request was made there- 
for; that a shipper’s request for transportation, when properly 
made, was his need and was the measure of the carrier’s re- 
sponsibility to him. A shipper, it said, had no right to more 
than his needs of a carrier’s transportation facilities, at least 
not until other shippers had received their full requirements. It 
said that it also followed that in a period of car shortage a 
shipper had no right to pro rata distribution based on more 
than his needs, and that a carrier might not disregard the 
rights of a shipper in any respect, and, arbitrarily, to set aside 
the order of a mine when less than the mine’s rating, was to 
disregard not only the rights of the shipper, but also of the 
rights of the other shippers to a fair and equitable distribution 
of such facilities as it might possess. 

It was in the use of the car reject part of the rule that the 
complainants felt they were unjustly dealt with by the carrier. 
It was alleged that under the rule in regard to rating being 
the measure of the mine’s order for cars, it was the practice, 
for several days in succession, for the carrier to set twenty- 
five cars when the maximum need would be twenty cars and 
then count the rejects and equalize by not furnishing any cars 
for several successive days, so there could be no regularity of 
mine operation. Failure to furnish any cars on certain days was 
said to be part of the operation of balancing the supply of cars. 

The third modification condemned was that which provided 
for equalizing car for car instead of recognizing the fifty-ton 
car as the unit for equalization purposes. The failure of the 
carrier to use the fifty-ton car as the unit for equalization was 
hurtful because it had a number of thirty-ton cars devoted 
wholly to the: transportation of railroad fuel. 

The fourth modification was that establishing the round 


robin distribution scheme. In condemning it the Commission, 
in part, said: 





betw 


Under a strict application of this system the carriers distribute, 
to the mines in rotation, the total number of cars accruing to them 
up to the time of actual distribution in sufficient number to assure 
the mine sufficient cars to enable it to work a full day. The rail- 
road’s practice herein was to furnish cars at complainant’s mine 
When it chose and as aforesaid in excess of the mine’s order. Cars 
Were placed at certain mines on successive days when other mines 
were short of cars. The railroad contends that this was done to 
check the rating of the mines and disclose inflation. The practical 
result, however, was that some mines were furnished many more 
cars than they ordered or could use, while other mines were de- 
Prived of cars which they had ordered and needed. The cars not 
used caused penalties to be assessed against the first mentioned mines, 
which penalties later deprived them of cars which they ordered and 


needed. This cannot be said to be in harmony with the true “round 
robin” system. - 


..We find that the railroad’s application of the round robin system 
was, is, and for the future will be unjust and unreasonable. 


The company undertook to justify its refusal to count 
company fuel cars against the distributive share of the mines 
receiving them on the ground of its financial condition. In 
September, 1920, according to the report, it called together the 
operators on its line and told them it would not be able to 
operate unless fuel was furnished at $2 per ton, which was said 
to be less than the cost of production. A number of operators 
agreed to furnish the coal at that price, among them the two 
defendant coal campanies. The Commission said the record did 
hot show specifically which companies agreed to furnish coal 
under the conditions mentioned. The Victor company, it said, 
opposed the plan, but it was put into effect and maintained 
until October, 1922. From that time forward, the carrier con- 
tended, coal cars used for fuel purposes were counted, but the 
Victor company denied that and claimed it was not notified of 
the change. The carrier admitted, the report said, that fuel 
cars were not counted except against the Victor company. It 
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was in connection with the condemnation of that practice and 
the rule under which it was done that the Commission said the 
two defendant coal companies, with their knowledge and con- 
sent, had received an undue preference by reason of that $2 per 
ton agreement. 

Summing up the case, the Commission discussed rule for 
eg and pointed the way for future behavior, the report 
saying: 


‘ =e primary duty of establishing proper ratings:‘rests upon the 
railroad. 

In Rules Governing Ratings of Coal Mines, 95 I. C. C. 309, in 
commenting upon the rules proposed therein after extended con- 
ferences between the carriers and coal operators we said: 

“The present rules represent the result of an earnest and whole- 
hearted effort on their part, with the full cooperation and advice of 
the operators. Certainly the rules mark a distinct advance over what 
has prevailed in the past. Clearly they better reflect the actual 
ability or capacity of the minés to produce and load coal on cars * * * 

“The rules, as framed, permit of modification from time to time 
to meet the practical exigencies of particular districts and particular 


.mines, and, having been framed after joint conferences between car- 


rier and operators, they may fairly be expected to work out satis- 
factorily. * * * t 

“It is not contemplated that these rules will displace the round- 
robin or idle-hour systems where they are now employed. * * * 

That much good in this respect can be accomplished by con- 
ferences between the carriers and coal operators is evident. In Colo- 
rado Coal Traffic Assn. vs. D. & R. G. R. R. Co., 23 I. C. C. 458, we 
considered the practice of the Denver & Rio Grande in distributing 
cars for coal loading. In that case we required that rules and regu- 
lations should be formulated and published by the carriers after 
proper conferences with the operators. 

The rules adopted by the Denver & Rio Grande following con- 
ferences with various parties became the subject of controversy be- 
fore us in Huerfano Coal Co. vs. C. & S. E. R. R. Co., 28 I. C. C. 
502. Therein it was said: 

“In compliance with this order the two carriers named, after 
consultation with the shippers to be affected, adopted a set of rules 
for car distribution which is on the whole satisfactory to the ship- 
pers and which, so far as shown, is entirely just and reasonable, 
except in the respects hereinafter indicated. These rules distribute 
cars on. what is known as the “‘idle-hour system.’’ The aim is that 
all the mines affected shall work the same number of hours per 
calendar week. Reports are made weekly to the carriers by the 
operators, showing the time lost, if any, on account of failure of 
car supply. Whenever it appears that, by reason of such failure, 
any mine has had more idle hours than any other mine, the basis 
of distribution is immediately so modified as to equalize the number 
of idle hours during the next ensuing week. If the Commission may 
judge by the expressions of the carriers and shippers concerned with 
this complaint, this method has in it elements of elasticity and 
prompt adjustability to facts which entitle it to the careful study 
of all who are dealing with car distribution problems.” 

The shippers or operators in this case and the carrier should 
confer and establish a set of rules to govern car distribution on 
defendant railroad’s line. These rules should embody the features 
set forth in Rules Governing Ratings of Coal Mines, supra. We 
shall not at this time make an order or finding with respect to this 
matter, but will hold the record open for a reasonable period to per- 
mit parties to set up a basis of rules reasonably satisfactory to all 
concerned. Defendant railroad, through counsel, has expressed its 
willingness to participate in such a conference. If such a basis can- 
not be mutually agreed upon the matter may be again brought to 
our attention and if an order herein then seems warranted, we will 
give consideration thereto in the light of the facts as they then appear. 

At the beginning of this proceeding defendant coal companies 
filed motions to dismiss the complaint as to them. Subsequently an 
order was entered denying such motions. The denial was without 
prejudice of their rights to again present the question upon final 
submission of the case. The question was again presented at the 
final argument. After careful consideration of the record, and of 
the motions filed on behalf of defendants, the Moffat Coal Company 
and the Colorado & Utah Coal Company, to dismiss, said motions 
are denied. 

A period of 60 days, from the service of this report will be al- 
lowed within which to file an appropriate petition for further hear- 
ing with respect to the fact of damage and the amount of damages, 
if any, sustained. 


RIO GRANDE INVESTIGATION 


A pointed combination of the things that were done in 
the initiation, construction and maintenance in its early years, 
of the Western Pacific, is carried in a report written by Com- 
mission Hall, in No. 12922, In Re Account, Financial Operations, 
and Practices of Western Pacific Railway Company, Denver & 
Rio Grande Railroad Company, Western Pacific Railroad Com- 
pany, and Denver & Rio Grande Western Railway Company, 
opinion No. 11403, 113 I. C. C. 75-160. The inquiry in which this 
report was made was instituted by the Commission on its own 
motion on July 11, 1921. The proceeding was for the purpose 
of determining the manner and method in which the business 
of the companies mentioned have been or was being conducted 
with a view to the making of a report and such order or orders 
as might be proper in connection with their accounts and the 
practices and the issuance by them of securities. 

Owing to the number of organizations involved, Commis- 
sioner Hall, at the beginning of his report set forth the termin- 
ology he intended using in his report. He called the Denver & 
Rio Grande Railroad Company, incorporated in 1886, the Old 
Denver; the Rio Grande Western Railway Company, incorpor- 
ated in 1889, the Western Company; these two companies, col- 
lectively, as the Denver Companies; the Denver & Rio Grande 
Railroad Company, incorporated in 1908, as the consolidation of 
the Denver Companies, as the New Denver; the Denver & Rio 
Grande Western Railway Company, successor to the New Den- 
ver, incorporated in 1920, as the Denver & Rio Grande Western; 
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the Western Pacific Railway Company, incorporated in 19038, 
the Western Pacific; the Western Pacific Railroad Company, 
successor to the railway company, incorporated in 1916, Pacific 
Operating Company; afd the Western Pacific Railroad Corpor- 
ation, incorporated in 1916, as the Pacific Holding Company. 
Other railroads mentioned in the report were given their usual 
popular names, such as Santa Fe for the Atchison, Topeka & 
Santa Fe, and Burlington, for the Chicago, Burlington & Quincy. 

Mr. Hall made an introductory history outline beginning 
with 1900 with a statement of the holdings of the Old Denver 
and the acquisition of control of the Southern Pacific by the 
Union Pacific in 1901. That acquisition, Mr. Hall pointed out, 
enabled the Union Pacific to divert to its old line, a considerable 
part of such traffic as had formerly passed over the Denver 
Companies’ lines in movement from the Pacific coast, Chicago 
and other eastern points. He also pointed out, control of the 
Missouri Pacific the eastern connection of the Old Denver, by 
the Gould interests, in which George Jay Gould was the most 
active figure in the management of the Missouri Pacific and 
other railroads owned by the Gould interests. In 1901, the 
Missouri Pacific acquired a working stock control of the Old 
Denver, and in the same year the Old Denver acquired substan- 
tially all of the Western Company’s capital stock. These 
transactions, Mr. Hall said, in effect extended the Gould rail- 
road, westwardly to Salt Lake City and Ogden. 

While these things were going on, W. J. Bartnett, of San 
Francisco, and his associates undertook the promotion and 
construction of the line from San Francisco to Salt Lake City 
now known as the Western Pacific. Early in 1902, Mr. Hall 
said, Gould and E. T. Jeffery, the latter president of the Old 
Denver, initiated a similar enterprise. In 1903 the promoters 
of the two companies, entered into a corporative agreement and, 
thereafter incorporated the Western Pacific to construct and 
operate the proposed railroad. The Western Pacific, he said, 
in the first two years of his existence did little construction 
work, because of its inability to procure the necessary money. 
In 1905 the bankers agreed to underwrite $50,000,000 of the 
Western Pacific’s first mortgage bonds subject to the condition 
that the Denver Companies should be formally committed to 
the support of the enterprise. 

In compliance with this condition certain contracts known 
as contracts A, B and C, were authorized and executed. In 
substance they committed the Denver & Rio Grande to the 
construction and maintenance in its development years of the 
Western Pacific. They are the instruments which Commissioner 
Hall treated as the undoing of the Denver & Rio Grande and 
the necessity for the reorganization recently completed. In 
concluding his report, he said: 


The reported insolvencies and receiverships summarized in the 
foregoing recital are all traceable to one source, the assumption in 
1905 by the Denver Companies of obligations with respect to the 
Western Pacific and its securities which were beyond their abilities 
to fulfill, The enormous losses by stockholders and bondholders and 
the long period of impaired railroad service followed as the natural 
economic results of that one ill-advised undertaking. 

The greater part of the Western Pacific’s railroad traversed’ a 
mountainous and desert country which was utterly unable to con- 
tribute any substantial amount of traffic. Ample railroad facilities 
already existed for traffic moving between the Pacific coast and all 
territory east of the Rocky Mountains. Within recognizable limits, 
carrier competition makes for adequacy of service at reasonable rates. 
But duplication of service by reason of duplicated plant and dupli- 
cated labor costs may result to the disadvantage of carriers and ship- 
pers alike. The Western Pacific was built to complete the Gould 
chain of railroads across the country and place it upon a competitive 
basis with the systems which already reached the Pacific coast. In 
itself this purpose was not unworthy. The new link would assist in 
developing the territory traversed, would open another through 
channel for commerce, and would sooner or later become neccessary 
for free movement of that commerce. But against these public bene- 
fits, immediate or remote, must be counted the cost. Was the time 
ripe? In view of the then existing facilities for through traffic, 
far in excess of the traffic offered, was this new construction justified 
or likely to be justified within a reasonable lapse of time? And, if 
justified, who was to bear the initial costs and make good the operat- 
ing deficits during the stage of adolescence? Gould solved the last 
question first. He bound that burden upon other roads of his sys- 
tem with little concern as to whether or not they could bear it with- 
out impairment of their ability to serve the public adequately over 
their own rails. This little concern of his is our chief concern. 


The early activities of Gould and Jeffery in initiating the Western 
Pacific project were carried on by use of the funds and upon the 
credit of the Old Denver. without the authority of the company’s 
directors or stockholders. If the project was undertaken as a per- 
sonal venture such misuse of company funds can not be too severely 
denounced, and this statement is made with full recognition that the 
loans obtained from and upon the credit of the Old Denver were later 
repaid. If the early initiation of the project was on behalf of the 
Old Denver, the undertaking was unauthorized and the use of com- 
pany funds and credit in that undertaking was likewise unauthorized. 
Following the failure of efforts to market Western Pacific bonds, 
secured by Western Pacific resources alone, a guaranty of those bonds 
was obtained from the Denver Companies. The forecast of the con- 
struction cost of the Western Pacific railroad, as submitted to the 
directors and stockholders of the Denver Companies when they finally 
authorized or ratified the commitment, was even more unreliable than 
is usually the case in new construction projects, but, aside from this 
feature, the facts connected with the obligations so assumed appear 
to have been fully presented. The authorization of Old Denver stock- 
holders for the undertaking was not sought or obtained until four 
months after the company’s directors and officials had committed 
the company to the guaranty, but the ratification thereof was then 
duly voted by stockholders. Unquestionably railroad stockholders 
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should give close attention and study to all questions of manageméy 
of policy for which their ratification is asked, but even in such mat 
ters they must, of necessity, place great reliance in the jud “! 
of their elected officials who are in closer touch with the railroad’s 
problems. A majority of the Old Denver directors were likewise 
directors of the Missouri Pacific and the record leaves no doubt 
their judgment as to the interests of the Old Denver and its gy. 
sidiary, the Westren Company, was influenced by their Concern ag 
to the welfare of the Gould system, considered as a whole. It 
been shown that the ppoaper ty of the Denver Companies nee hot 
have been seriously affected by the Union Pacific control of 
Ogden gateway. In fact it is reasonably certain that if one-half of 
the money advanced to the Western Pacific by the New Denver had 
been expended in properly maintaining and improving its own Service 
the resulting benefits would have greatly exceeded any possible bene. 
fits which it might have derived from providing the Gould railroag, 
with their Pacific coast connection. It is true that the Denver Con. 
panies, like other railroads of the Gould system, would have been 
benefited by an independent outlet to the Pacific coast, but it ig not 
clear why they alone should have been made to bear the risks o 
securing that outlet. It is true that if the Western Pacific operations 
should have proved profitable to it, the Denver Companies, as owners 
of five-sixths of its stock, would have enjoyed the greater part ¢ 
that profit. But those profits were, to say the least, remote when 
considered in connection with the tremendous liability assumed ang 
the inability of the Denver Companies to meet it. In brief, shortly 
after Missouri Pacific control had been established over them the 
Denver Companies, theretofore profitably and conservatively managed, 
were committed to an unwise speculation which was intended to 
benefit all railroads of the Gould system, whereas its risks woul 
be borne by the Denver Companies alone and its unsuccessful out- 
come would affect other railroads of the Gould system only to the 
extent of the 30 per cent stock interest in the Old Denver owned by 
the Missouri Pacific. That such a situation could have been brought 
about through ownership of only 30 per cent of a railroad’s stock is 
illustrative of the inequities which were formerly possible within a 
railroad system controlled through interlocking directorates. Under 
the present law the same individual may not be an officer or director 
of more than one railroad without our consent. Moreover, the rail- 
roads are now required to obtain our authority before undertaking 
the construction or acquisition of additional lines and before issuing 
securities or assuming obligations in respect of the securities of other 
corporations or persons. The opportunities for bringing about similar 
inequitable situations have been materially lessened by these new 
provisions of the interstate commerce act. : 

Following assumption by the Denver Companies of obligations 
to support the Western Pacific enterprise their resources and those 
of their successor, the New Denver, were rapidly depleted in ful- 
filling those obligations. Excessive construction costs were respon- 
sible for a considerable wasting of assets, and the large underwriting 
discounts and commissions demanded by the bankers from the New 
Denver in its time of need accounted in a minor degree for the 
exhaustion of its resources. But apart from these contributing 
factors the obligations assumed would still have been larger than 
the New Denver could meet while maintaining the efficiency of its 
own service and properly safeguarding the interests of its security 
holders. In March, 1915, the New Denver defaulted upon its obliga- 
tions under contract B. Unquestionably it could_have continued to 
meet those obligations for a longer period. Unquestionably its 
decision to default was influenced by the hone that it might thereby 
precivitate and bring about a favorable readjustment of its contract 
obligations, or, in the event of a failure to effect a satisfactory settle- 
ment thereof, that it might evade its full contract obligations through 
a court construction of certain technical features of the contract. 
Tf the New Denver had been successful in these efforts to scale down 
its obligations it could have deferred its actual insolvency for many 
years, but it was already so crippled financially that a reorganization 
of its capital structure would have been necessary in any event in 
order to induce the investment of the many millions of new money 
needed to fit the properties for the rendering of efficient service. 


The record discloses no evidence that the insolvencies of the 
Western Pacific and New Denver were brought about for the personal 
profit of the officials of those companies or of the bankers. _ Such 
cooneration as was given to the trustee by the New Denver in the 
California proceeding for the foreclosure of the Western Pacific 
mortgage was obviously induced by its desire to avoid adjudication 
of its own contract obligations in that suit. Furthermore the prior 
foreclosure of Western Pacific properties was necessary to and - 
part of the defense that was to be offered in the New York suit in 
avoidance of the New: Denver’s contract obligations. This investiga- 
tion has not disclosed any ground which the New Denver could = 
pleaded with any probability of success in avoidance of its cn 
obligations other than those urged by its counsel in the New Yor 
damage suit. 


The essential facts developed by the investigation may be sum- 
marized as follows: The New Denver, successor to the Denver ry 
panies, was committed by its officials to an undertaking beyond 
financial strength; the resulting demands over a period of year 
exhausted its financial and physical vitality; facing insolvency, h 
made determined and prolonged, but unsuccessful, attempts throug 
negotiations with its creditors and in court proceedings to eva 
the obligations to which it had been committed. In so far as we - 
concerned with the efforts of New Denver officials to relieve bo 
company of its contract obligations, it may be definitely stated - 
those efforts were clearly directed toward the protection of be 
interests of the company’s security holders. In fact, the only — 
justification for the various means used by these officials in = 
attempt to free the company from its obligations is that, in = 
positions of trust occupied by them with relation to such secur y 
holders, they deemed it their duty to use all means available to “ 
the company’s impending disaster. The initial action by which the 
New Denver was committed to an unsound speculation, undertaken 
to provide a Pacific coast outlet for a large railroad system of which 
the New Denver was a minor unit, is the action for which the -_ 
pany’s officials may be justly criticized. That commitment coum 
the diversion to the support of another railroad of many millions 
dollars which normally would have been used for the improvemen: 
of the New Denver’s own service and for the maintenance of a sous 
financial position. Deprived of an efficient and modern railroa 
service, the agricultural and industrial growth of the country tribu- 
tary to New Denver lines was retarded. and entire communities were 
thereby subjected to heavy losses. Finally the obligations unde 
that commitment brought about the New Denver’s insolvency an 
the resulting enormous losses to its security holders. 

Without intending in any wav to minimize the losses to the 
communities served by the New Denver caused by the inadequate 
service furnished them, it must be emphasized that the chief sufferers 
from the speculative undertaking to which the New Denver was 
committed are its securitv holders. Each step taken by the trustee 
to enforce the rights of Western Pacific first-mortgage bondholders, 
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whether taken against the Western Pacific, whose stock was chiefly 
owned by the New Denver, or taken directly against the New Denver, 
tended to deplete the assets of the New Denver. Holders of New 
Denver adjustment bonds and refunding bonds, respectively, have 
peen compelled either to accept heavy immediate losses on their 
investments or to participate in a reorganization entailing substantial 
sacrifice of lien priorities. Holders of New Denver stock are holders 
of worthless paper. There are outstanding $49,775,670, par value, of 
preferred shares and $38,000,000, par value, of common shares, of 
New Denver capital stock. These shares are widely distributed. By 
reason of the uninterrupted payment of dividends on the preferred 
stock for many years prior to 1911 that stock had acquired investment 
standing and as a result is owned in small lots Le 4 individuals scattered 
throughout this country and in Europe. To such holders their invest- 
ments in these shares may represent the savings of years put aside 
to safeguard their families against the consequences of illness or 
death. To them the loss of such investments spells tragedy. Letters 
in our files bear witness to the fact that many such tragedies have 
followed in the wake of the New Denver's insolvency. That insolvency 
is not shown to have been _ brought about for the personal profit of 
New Denver officials, but the responsibility for the ill-advised com- 
mitment of the New Denver from which it resulted is none the less 


irs. 
™ The fact that these disastrous happenings are directly attributable 


to a single inequitable and economically wrong commitment forcefully 
illustrates the need which existed for the above mentioned new pro- 
visions of the interstate commerce act directed to the curtailment 
of opportunities for the making of such wasteful commitments. 

No order is necessary or appropriate. 


WAXED WRAPPING PAPER RATES 


The Commission, by division 3, in No. 17589, Traffic Bureau, 
Chamber of Commerce, Lynchburg, Va., vs. Norfolk & Western 
et al, mimeographed, has found the rate on printed waxed 
wrapping paper, from Cincinnati, O., to Lynchburg, Va., unrea- 
sonable, to the extent that it exceeded, exceeds or may exceed 
third class. The Commission found the rates on wrapping paper, 
printed and not printed, in less than carloads, from Cincinnati 
to Lynchburg, not unduly prejudicial, that the rate on waxed 
wrapping paper, not printed, not unreasonable, but that the rate 
on printed waxed wrapping paper, was unreasonable to the ex- 
tent herein before indicated. It awarded reparation on a ship- 
ment of printed waxed wrapping paper and ordered the new rate 
to be established not later than September 15. 


APPLICABLE RATE IMPOSED 


The Commission, by division 3, has dismissed No. 17353, 
Orgill Brothers & Company vs. Chicago, Rock Island & Pacific 
et al., mimeographed, finding the rate charged on furniture, in 
carloads, in October, 1923, from Oklahoma City, Okla., to Jack- 
son, Miss., was applicable. The complaint alleged the rate was 
inapplicable. The question was one of tariff interpretation. 


IRON ROOFING RATE 


A finding of inapplicability and an award of reparation have 
been made in No. 17340, Cincinnati Sheet Metal and Roofing 
Company vs. Pennsylvania et al., mimeographed, as to a com- 
bination rate of 62.5 cents on a carload of iron roofing, shipped 
from Delphos, O., to Springfield, Tenn., in October, 1923. The 
Commission, by division 4, found that a rate of 45 cents was 
applicable and awarded reparation to that basis. 


COAL WAS OVERCHARGED 


The Commission, by division 3, in No. 17200, Foster Lumber 
Company vs. Chicago, Burlington & Quincy et al., mimeographed, 
has found shipments of anthracite coal, from Crested Butte, 
Colo., to McDonald, Oberlin, and St. Francis, Kans., and Curtis 
and Republican, Neb., in 1920 and 1921, were overcharged to the 
extent that the charges exceeded $6.30 per ton and awarded 
reparation to that basis. 


LUMBER RATE INAPPLICABLE 


A finding of inapplicability and an award of reparation have 
been made in No. 16404, Usher Bros. vs. Alabama & Vicksburg 
et al, mimeographed, as to a rate of 48 cents charged on a 
carload of yellow pine from Ragland, Miss., to Pittsburgh, Pa. 
The Commission, by division 4, found that the applicable rate 
was 44.5 cents and awarded reparation to that basis. 


STAVE CASE DISMISSED 


The Commission, by division 3, has dismissed No. 16691, J. 
D. Hollingshead Company vs. Jonesboro, Lake City & Eastern 
et al, mimeographed, finding that shipments of staves, between 
October 28 and November 9, 1921, from Blytheville, Ark., to 
Jackson, Miss., reconsigned to Gulfport, Miss., had been mis- 
aed, but that the complainant. was not damaged thereby. It 
yp the rate assailed was applicable over the route used and 

€ one designated by the shipper, but not used. 


BARREL SHOOK RATES 


none Commission, by division 3, has dismissed No. 16785, 
the ard Hamilton, Inc., vs. Pennsylvania, mimeographed, finding 
—" on barrel shooks, from Rahway, N. J., to New York 
blic te not unreasonable. The complaint was against the ap- 

able sixth class rate of 11.5 cents, minimum 36,000 pounds. 
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The complainant contended that the rate was unreasonable to 
the extent it exceeded 10 cents. 


COAL CASE DISMISSED 


An order of dismissal has been made in No. 17749, George 
Potter Clayton vs. Louisville & Nashville, mimeographed, the 
Commission, by division 4, finding that a rate of $1.80 on bitu- 
minous coal, shipped since July 18, 1925, from Earlington and 
Morton, Ky., to Shawneetown, IIl., is not unreasonable or other- 
wise unlawful. Reparation was sought to the basis of a rate of 
$1.48%4 contemporaneously applicable to points on the defend- 
ants’ line, between Ashley and E. St. Louis, Ill. The complainant 
contended that those points were unduly preferred. 


HOOFS AND HORNS 
The Commission, by division 3, has dismissed No. 17199, 
Tomkins-Summer Company vs. Baltimore & Ohio et al., mimeo- 
graphed, finding rates charged on animal hoofs and horns, in 
carloads, from Chicago to Shelton, Conn., and Weehawken, N. J., 
on shipments moving since January 22, 1923, were applicable and 
not unreasonable. Fifth class rates were imposed. The com- 
plaint alleged them to be unreasonable, unjustly discriminatory 
and unduly prejudicial. The complainant contended that a 
restriction on animal hoofs and horns, so as to apply sixth class 
when such hoofs and horns had a value for fertilizer material 
purposes only was not authorized, and made the rates on hoofs 
and horns unrestricted, applicable to the shipments in question. 
The Commission, however, found that the fifth class rates were 

applicable and made the order of dismissal. 


GRAIN UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it, not 
later than October 1, had been made in No. 16661, Crown Mills 
vs. Northern Pacific et al., mimeographed, as to the refusal of 
the defendants to accord North Pacific terminal rates on grain 
and grain products from points in transcontinental groups F and 
G and other points on defendants’ lines east of Pasco, Wash., on 
the Northern Pacific and east of Spokane, Wash., on the Great 
Northern, via Portland, Ore., to destinations from Centralia, 
Wash., north to and including Seattle, Tacoma and Everett, 
Wash., on shipments moving via Portland with milling and 
cleaning in transit at Portland. The decision was made by 
division 3. 

The complainant alleged that the rates on grain and grain 
products from the points of origin mentioned on shipments 
routed via Portland were unduly prejudicial to Portland and 
mills there located, and unduly preferential of Tacoma, Seattle 
and Everett, in that the mills located at the Puget Sound ports 
were accorded through rates and transit privileges on such 
traffic, which privileges were denied Portland millers in viola- 
tion of the third section. The burden of the complaint, the 
Commission said, was carried in the fact that when shipments 
moved to Portland, received treatment and were reforwarded to 
Tacoma, Seattle and Everett, joint rates from points of origin 
to ultimate destinations were not available, whereas competitors 
at the Puget Sound points might draw grain and products from 
the same sources, transit them, and reforward the traffic to 
Portland on the basis of joint rates. In other words, the Com- 
mission said, complainants sought to reach the Puget Sound 
market on the same basis as its competitors reached Portland. 
In finding this undue prejudice the Commission followed its de- 
cision in Portland Flouring Mills Co. vs. S. P. & S., 88 I. C. C. 99. 


NATURAL ICE RATE CASE 


An order of dismissal has been made in No. 16877, M. L. 
Rawlings vs. Chicago, Burlington & Quincy, mimeographed, the 
Commission by division 2, finding a rate of 7 cents, minimum 
50,000 pounds, on natural ice from Wymore, Neb., to St. Joseph, 
Mo., not unreasonable. At the argument in this case, Repre- 
sentative M. O. Laughlin made representations in behalf of the 
complainant. 


MUST ACCEPT UNCRATED STOVES 


The Commission, by division 3, in No. 16194, Cairo Associa- 
tion of Commerce vs. Birmingham & Northwestern Company 
et al., mimeographed, has found the refusal of carriers parties 
to Southern Classification, to accept less-than-carload shipment 
of uncrated stoves or ranges made of cast iron or of plate or 
sheet iron with cast iron bases or tops unreasonable. It has 
ordered them to establish not later than September 15, a second 
class rating for such stoves in less than carloads when crated. 

The complaint alleged that the rule in the Southern Classi- 
fication requiring stoves or ranges to be crated, for transporta- 
tion in less than carloads, was unjust, unreasonable, unduly 
prejudicial to the complainant and unduly preferential to other 
shippers. 

Official and Western Classifications, the Commission pointed 
out, permitted stoves or ranges to be shipped uncrated. In the 
Western Classification, it said, the rating was the same whether 
crated or not, and under the Official Classification uncrated 
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stoves were rated higher than crated stoves only by the com- 
paratively small difference between the third-class and the Rule 
25 rates. i 


SHORT-HAUL IRON AND STEEL 


The Commission, by division 3, in No, 14655, Firestone Tire 
& Rubber Company et al. vs. Director-General, Baltimore & Ohio 
et al., mimeographed, and the cases joined with it has found the 
fifth class rates on iron and steel articles between the Pittsburgh 
district and other points on the one hand, and Ohio points on 
the other, unreasonable to the extent that they exceeded the 
aggregate of intermediate commodity rates over the routes in- 
dicated. It has awarded reparation to the basis of the aggre- 
gates on the principles laid down in William Danzer Company 
vs. Gulf, 268 U. S. 633, and American Shipbuilding Company 
vs. Director-General, 89 I. C. C. 601. The last mentioned case 
is the one in which the Commission dealt with the question of 
the so-called short-haul iron and steel rates in western Penn- 
sylvania, eastern Ohio, and northern West Virginia and came 
to the conclusion that the joint rates higher than the 
ageregate of intermediates, the latter applying on the so-called 
short-haul movement, were unreasonable and awarded repara- 
tion. This report also covers No. 14655 (Sub-No. 1), Same vs. 
Pennsylvania Railroad Company et al.; No. 14655 (Sub. No. 2), 
Same vs. Director-General, as Agent, Pennsylvania Railroad 
Company et al.; No. 15791, Ornamental Iron Works Company 
vs. Director-General, as Agent, and Baltimore & Ohio Railroad 
Company; No. 15830, Burger Iron Company vs. Director-Gen- 
eral, as Agent, and Pennsylvania Railroad Company; No. 15830 
(Sub-No. 1), Firestone Steel Products Company vs. Baltimore 
& Ohio Railroad Company et al.; No. 15830 (Sub-No. 2), Biggs 
Boiler Works Company et al. vs. Director-General, as Agent, 
Pennsylvania Company et al.; No. 15830 (Sub-No. 3), Biggs 
Boiler Works Company et al. vs.-Baltimore & Ohio Railroad 
Company et al.; No. 15830 (Sub-No. 4), Same vs. Director-Gen- 
eral, as Agent, Baltimore & Ohio Railroad Company et al.; No. 
15958, Diebold Safe & Lock Company vs. Director-General, as 
Agent, and Pennsylvania Railroad Company; No. 15958 (Sub- 
No. 1), Arctic Ice Machine Company vs. Director General, as 
Agent, Baltimore & Ohio Railroad Company et al.; No. 15958 
(Sub-No. 2), Arctic Ice Machine Company et al. vs. Baltimore 
& Ohio Railroad Company et al.; No. 15958 (Sub-No. 3), Die- 
bold Safe & Lock Company vs. Director-General, as Agent, Bal- 
timore & Ohio Railroad Company et al.; No. 16736, Donner 
Steel Company, Incorporated, vs. New York, Chicago & St. 
Louis Railroad Company; No. 16736 (Sub-No. 1), National Screw 
& Manufacturing Company et al. vs. Pennsylvania Railroad 
Company et al.; No. 16736 (Sub-No. 2), Sistersville Tank & 
Boiler Works vs. Baltimore & Ohio Railroad Company; No. 
16786 (Sub-No. 3), Massillon Bridge & Structural Company vs. 
Director-General, as Agent, Baltimore & Ohio Railroad Com- 
pany et al.;*No. 16737, Pittsburgh Knife & Forge Company et 
al. vs. Pennsylvania Company et al.; No. 16737 (Sub-No. 1), 
Steel City Electric Company vs. Director-General, as Agent, 
Pennsylvania Railroad Company et al.; No. 16737 (Sub.-No. 2), 
Carbon Steel Company et al. vs. DirectorGeneral, as Agent, 
Baltimore & Ohio Railroad Company et al.; No. 16737 (Sub.-No. 
3), Carbon Steel Company vs. Same; No. 17650, Firestone Steel 
Products Company vs. Pennsylvania Railroad Company; No. 
17650 (Sub-Ne. 1), Burger Iron Company vs. Baltimore & Ohio 
Railroad Company et al.; and No. 17888, Beals, McCarthy & 
Rogers, Incorporated, vs. New York Central Railroad Com- 
pany et al. 


PIPE STORAGE IN TRANSIT 


The Commission, by division 4, has dismissed No. 16128, 
Western Petroleum Refineries Association et al., vs. St. Louis- 
San Francisco et al., mimeographed, finding the failure of the 
finding of the defendants to provide storage in transit on iron 
and steel pipe and fittings shipped from points east of the 
Mississippi River to destinations in Kansas, Oklahoma, Texas, 
Louisiana and Arkansas, not unreasonable or unduly prejudicial. 
The object of the complaint was to obtain the establishment of 
the storage in transit privilege for pipe used in the development 
of outlying sections of oil fields or of new fields. The Com- 
mission said that in the mid-continent field there were more 
than one hundred points at which one or more of the various 
oil well supply companies carried more or less complete stock 
of pipe and fittings. It said they sold at list prices on deliveries 
from their houses in the fields and five per cent less on ship- 
ments direct from the producing mills. It said the oil com- 
panies were able to make satisfactory purchases and obtain 
satisfactory deliveries to meet their requirements in established 
fields, but that they contended that in the development of new 
fields their needs were so uncertain that they could not be an- 
ticipated long in advance, and that the present system of dis- 
tribution was uneconomical and costly. 

According to the report the evidence did not establish that 
the storage in transit or other transit arrangements which com- 
plainants showed were in effect on other commodities unduly 
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prejudiced them in any manner. Most of the commodities, 
said, complainants admitted that they were on a parity with 
to complete loading or partly to unload. It said that none of 
the commodities, mentioned in the testimony, could be ugeg 
by the complainants, in place of those here considered. jt 
pointed out that ordinarily it did not require the establishment 
of transit, except to remove unjust discrimination or undue 
prejudice. The railroads, the Commission said, did not now 
provide storage in transit on these commodities at other points 
between the pipe producing and consuming fields and that no 
compelling commercial necessity or general demand for its 
establishment had been shown. As to transportation costs, it 
said, complainants admitted that they were on a parity with 
competitors. 


COAL CASES DISMISSED 


The Commission, by division 3, has dismissed No. 16632, 
Beatty Coal Company et al. vs. Arkansas Valley Interurban et 
al., mimeographed, finding the rates on bituminous coal from 
mines in Kansas, Missouri, Oklahoma and Arkansas to Kansas 
City, Mo.-Kans., Independence, Mo., and related points, between 
January 12, 1923, and June 4, 1924, not unreasonable. The re 
port also covers two sub numbers, Atlas Coal Company et al, 
vs. Same, and Argentine Coal Company vs. Same. The Con- 
mission dismissed the complaint on the ground that the rates to 
the basis of which the complainants sought reparation were 
prescribed in Southwestern Coal Operators’ Association vs, 
A. W. Ry. Co., 89 I. C. C. 73, a general investigation resulting 
in a widespread readjustment of rates causing both increases 
and decreases. It remarked that it had repeatedly held that 
reparation would not ordinarily be awarded to the basis of a 
finding in such an investigation where the rates had been pre. 
scribed primarily to remove undue prejudice. 


FARM SCALE CHARGES 


A finding of unreasonableness and an award of reparation 
have been made in No. 17271, John Deere Plow Company vs. 
Director-General, mimeographed, as to rates and charges col- 
lected on a carload of steel frame, pitless, farm scales from 
Pleasant Hills, Mo., to Logan, Ia., stopped at Missouri Valley, 
Ia., for -partial unloading, in June, 1918. The Commission, by 
division 3, found a rate of 24.5 cents from Pleasant Hill to 
Missouri Valley, unreasonable to the extent it exceeded the 
aggregate of intermediates. 


CRUSHED STONE CASE 


The Commission, by division 3, has dismissed No. 17255, 
West Virginia State Road Commission vs. Pennsylvania R. R. 
et al., mimeographed, finding the rate charged on crushed stone, 
from Marble Cliff, O., to Cairo, W., Va., between May and 
September, 1924, not unreasonable or otherwise unlawful. The 
complaint alleged the rate was unreasonable to the extent it 
exceeded $1.44 per net ton. 





FINDS RATE INAPPLICABLE 


The Commission, in No. 17350, Planters Oil Mill vs. Yazoo 
& Mississippi Valley et al., mimeographed, by division 3, found 
a rate of $4.17 per net ton, on four carloads of cotton seed 
meal shipped in January and February, 1925, from Greenwood, 
Miss., to Angola, La., inapplicable. It found the applicable 
rate was $3.60 and awarded reparation to that basis. 


CREAM RATES UNREASONABLE 


The Commission, by division 4, in No. 17494, Thomas Sirles 
vs. American Railway Express Co., mimeographed, has found 
a second class express rate of $1:57 on milk and cream, in less 
than carloads, from Fredericksburg, Va., to Rocky Mount, N: C., 
unreasonable to the extent it exceeded a rate 82.5 cents and 
awarded reparation to that basis. 


SLACK COAL CASE DISMISSED 


The Commission, by division 3, has dismissed No. 17133, 
Nebraska Cement Company vs. Chicago, Burlington & Quincy 
et al., mimeographed, finding the rate on slack coal from points 
in Colorado on the Denver & Salt Lake to Superior, Neb., in 
effect from June 1 to September 20, 1923, not unreasonable. 
The rate was $4.92. The complaint alleged it was unreasonable 
to the extent it exceeded a rate of $4.20. 


ANTHRACITE SILT RATES 


A finding of unreasonableness, an award of reparation, and 
an order for the future have been made in No. 17214, Stott 
Briquet Company vs. Pennsylvania et al., mimeographed, the 
Commission, by division 4, finding the rates on anthracite silt, 
carloads, from Scranton and other Pennsylvania mines to Buf- 
falo, N. Y., and Erie, Pa., for transshipment to upper lake docks, 
unreasonable to the extent they exceeded, exceed or may exceed 
$2.50 per long ton, not including delivery on board vessel at 
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Buffalo and Erie. The present rates on pea and smaller sizes 
jg $2.77, with the exception that F. O. B. vessel rates of $3.28 
on pea and smaller sizes are published to Buffalo by the Dela- 
ware & Hudson in connection with the Erie and by the Lehigh 
yalley. The new rate is to be established not later than 
september 10. 


COAL COMPLAINT DISMISSED 


The Commission, by division 5, has dismissed No. 14498, 
Ragland Coal Company vs. Virginian Railway et al., mimeo- 
graphed, finding the defendant’s failure to make arrangements 
whereby complainant’s mine, located on the Virginia Railway 
near Pemberton, W. Va., would receive car service from the 
Chesapeake & Ohio Railway not unreasonable, unjustly discrimi- 
patory or unduly prejudicial. It further found the rates from 
the complainant’s mine to Pemberton not unreasonable, unduly 
discriminatory or unduly prejudicial. A like finding was made 
in respect of the combination rates on coal from the Ragland 
mines to eastern interstate destinations. 

This case arose on account of arrangements under which 
the Virginian and the Chesapeake & Ohio accorded many mines 
in West Virginia a joint mine status. It is similar to No. 14831, 
Winding Gulf Colliery Co. vs. Chespaeake & Ohio, decided at 
the same time. The Commission said the arrangements at the 
two groups of mines were similar and the facts had been fully 
set forth in the Winding Gulf case, and needed not to be re- 
peated in this case. | : 


SOLE LEATHER CASE 


The Commission, by division 4, has dismissed No. 17625, 
Continental Leather Company vs. Pennsylvania et al., mimeo- 
graphed, finding the fourth class rate on sole leather, carloads, 
from Philadelphia, Pa., to Boston, Mass., not unreasonable or 
otherwise unlawful. The complaint alleged the rate was unduly 
prejudicial as compared with commodity rates from competing 
points in western Pennsylvania and the all-water rate from 
Philadelphia to Boston. 


LUMBER REPARATION 


An award of reparation on account of excessive charges on 
four carloads of lumber from points in Arkansas, Texas and 
Mississippi to destinations in Illinois, has been made in No. 
16971, Milne Lumber Company vs. Baltimore & Ohio, mimeo- 
graphed, the Commission, by division 3, finding that the charges 
assessed were in excess of those applicable because the cars 
were not held at the request of the shipper at East St. Louis, 
from which point they were reconsigned. 


SUGAR BEET REPARATION 

The Commission, by division 2, in No. 14881, Continental 
Sugar Company vs. New York Central et al., mimeographed, 
upon further hearing, has awarded reparation to the complain- 
ant on shipments of sugar beets based upon rates prescribed in 
the original report, 91 I. C. C. 677. The railroads objected to 
proof by affidavit, so further hearing was held. An award of 
$7,946.60, with interest, was made against the New York Cen- 
tral and an award of $15,092.60, with interest, was made against 
the Toledo & Western. 


STEEL DERRICK CASE 
An order of dismissal has been made in No. 16405, Carter 
Oil Company vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed. The Commission, by division 3, found the rates on 
iron and steel derricks, carlodds, from Sistersville, W. Va., to 
destinations in Oklahoma and Kansas, since October 12, 1922, 
had not been unreasonable. 


COAL FINDINGS MODIFIED : 

In a report on No. 14289, Lincoln Chamber of Commerce et 
al. vs. Arkansas Central et al., opinion No. 11404, 113 I. C. C. 
161-5, written by Commissioner Campbell, the Commission has 
found rates on coal from Kansas, Missouri, Arkansas, and Okla- 
homa to Lincoln and Havelock, Neb., unreasonable and unduly 
prejudicial to the extent that they may exceed the contempo- 
raneous rates to Omaha. It has affirmed the findings in 89 I. 
C. C. 78, and those in 101 I. C. C. 759 it has reversed in part, this 
case and No. 14661, Southwestern Interstate Coal Operators’ As- 
sociation et al. vs. Arkansas Western et al., having been re- 
argued. 

The Commission has modified fourth section No. 8487, en- 
tered November 28, 1922, so as to permit the Rock Island to 
participate over its circuitous route in the coal traffic to Lincoln 
and Havelock. 

In the original report, division 2 found that the rates had 
not and were not unreasonable, but that they were and that the 
future would be unduly prejudicial to the extent they exceeded 
or might exeeed the contemporaneous rates to Omaha. The rail- 
roads pointed out that that finding of undue prejudice, taken in 
connection with the finding in No. 14661, 89 I. C. C. 73, decided 
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by division 4, left them no alternative other than to reduce the 
Lincoln and Havelock rates to the Omaha basis, because the 
Omaha rates had been prescribed as reasonable maxima and 
that such reductions would precipitate complaints from other 
coal-producing districts. Therefore, both cases were opened for 
reargument. 

. Commissioner Woodlock, dissenting, said he could not give 
his assent to the prescription of maximum, reasonable rates 
upon the theory that there was an element of competition to be 
considered in the prescription of rates to Lincoln and Havelock. 
The element of competition, he said, had nothing whatever to 
do with the reasonableness of rates under the first section. He 
said that Chairman Eastman concurred in that dissent. Com- 
missioner Atchison also noted a dissent. 


RATES ON CRUDE RUBBER 


The Commission has dismissed the complaint in No. 16995, 
Nebraska Tire & Rubber Company et al. vs. Baltimore & Ohio 
et al, mimeographed, by division 3, on a finding that carload 
rates on crude rubber from New York, N. Y., terminals, and on 
reclaimed rubber from certain points in central territory, to 
Omaha, Neb., were not, and are not, unreasonable or otherwise 
unlawful. The rates were assailed as unreasonable and dis- 
criminatory. Crude rubber, in carloads, is rated fourth class, 
minimum 40,000 pounds, in both official and western classifica- 
tions, and reclaimed rubber is rated fifth class. The Commis- 
sion said complainants did not assail the classification ratings 
on either crude or reclaimed rubber. It said the evidence of 
complainants related chiefly to the rate on crude rubber from 
New York to Omaha. The complainants compared this rate 
with the import commodity rate of 75 cents applicable on crude 
rubber from Pacific coast ports to Akron, Ohio, and blanketed 
over intermediate territory back to the Missouri River. The 
Commission said that that rate was applicable to Omaha but 
that complainants said they were unable to take advantage of 
the rate. Defendants urged that the import rate from Pacific 
coast ports was unduly low and afforded no proper measure of 
a reasonable domestic rate from New York to Omaha. Com- 
plainants, the report said, also compared the ton-mile earnings 
of 16.5 mills shown by the rate of $1.15 from New York to 
Omaha, 1,396 miles, with the corresponding earnings of 16 mills 
yielded by the 47-cent rate from New York to Akron, 588 miles, 
and stressed the fact that the higher ton-mile earnings for the 
greater distance was contrary to the usual principles of rate 
making. The Commission said the foregoing did not establish 
the unreasonableness of the Omaha rate. It said that, for many 
years, the present method of making through rates upon the 
combination of local or proportional rates to and from the Mis- 
sissippi River had been the generally prevailing basis and that 
this method of rate construction had been approved in a num- 
ber of cases and that the present record afforded no justification 
for a different conclusion here. 


REFUND CLAIM BARRED 


On a finding that a claim for refund of alleged overcharges 
on a carload shipment of boxed apples from Parks Spur, Wash., 
to Minneapolis, Minn., final destination Milwaukee, Wis., was 
barred by the statute of limitations, the Commission, in a 
mimeographed report by division 4, has dismissed the complaint 
in No. 16917, Northwestern Fruit Exchange vs. Spokane Inter- 
national et al. 


RATES ON POTATOES 


In a mimeographed report by division 4, the Commission 
has dismissed the complaint in No. 17660, Providence Fruit & 
Produce Exchange et al., vs. Boston & Maine et al., on a 
finding that rates charged on six carloads of potatoes from 
points in Maine to Worcester, Mass., reconsigned to Providence, 
R. I., were not unreasonable or otherwise unlawful. .The Com- 
mission said that, since the: filing of the complaint, defendants 
had put into effect a tariff rule which permitted reconsignment 
at Worcester at the through rates on potatoes originating in 
Maine or New Brunswick, and had thus satisfied the complaint 
for the future. The Commission found that the evidence was 
insufficient to warrant an award of reparation. 


REFRIGERATION CHARGES UPHELD 


The Commission, in a mimeographed report by division 3, 
has dismissed the complaint in No. 16759, John F. Graham vs. 
New York Central, on a finding that applicable refrigeration 
charges on peaches, in carloads, from Lockport and Burt, N. Y., 
to Grand Rapids, Mich., and Oshkosh, Wis., were not shown to 
be unreasonable or otherwise unlawful. It said the charges 
should be adjusted in accord with the applicable tariffs. 


RATE ON SPRINGS, ETC. 
In a mimeographed ‘report by division 4, the Commission has 
dismissed the complaint in No. 16416, D’Arcy Spring Company 
vs. Grand Trunk Western et al., on a finding that the fourth- 
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class rate of $3,585 charged on a mixed carload of springs, 
shipped from Kalamazoo, Mich., to Los Angeles, Calif., and 
total charges of $1,062.59 collected thereunder, had not been 
shown to have been unreasonable, discriminatory, unduly 
prejudicial or in excess of those collectible. 


CHARGES ON NEWSPRINT 


In No. 16316, Western Newspaper Union vs. Director Gen- 
eral, as agent, Canadian Pacific, mimeographed, by division 4, 
the Commission has dismissed the complaint on a finding that 
the rate on the basis of which defendants are demanding charges 
on one carload of newsprint paper from Sault Ste. Marie, Ont., 
to Dallas, Tex., was applicable, and that allegations of the com- 
plaint other than those respecting overcharge were barred 
because they were not presented within one year following the 
termination of federal control. Complainant assailed a rate of 
$1.125 assessed on the shipment in issue. The Commission 
found that the rate was applicable. 





STAVE RATE UNREASONABLE 


The Commission,,by division 4, in No. 17154, Washington 
Building Lime Company vs. Baltimore & Ohio, mimeographed, 
found a rate of $2.02 per car on staves, in carloads, from Stras- 
burg Junction, Va., to Engle, W. Va., not unreasonable. It found 
a rate of 13 cents on staves from Strasburg, Va., to Bakerton, 
W. Va., unreasonable but made no order for the future because 
it was the purpose of the Baltimore & Ohio to make the $2.02 
per car rate effective from Strasburg to Bakerton. That was the 
rate applied on the shipments. The Commission authorized the 
waiving of the undercharges. The report said that while the 
staves were billed from Strasburg Junction to Engle, a distance 
of 54 miles, delivery was taken at Bakerton, W. Va., listed as a 
non-agency station on the Baltimore & Ohio. The report said 
that the $2.02 rate was put in to cover the shipments of the 
complainants from Strasburg to Bakerton, the latter being a 
sidetrack owned by the complainant. The Commission found 
that inasmuch as the siding was listed as a non-agency station 
a distance scale rate of 13 cents was applicable. The Commis- 
sion said it was a_ technicality, which, in the absence of a spe- 
cific commodity rate, brought into play the distance commodity 
scale rate of 13 cents. A rate of $1 was sought. 


BRICK RATES AND REPARATION 


A combination of findings has been made in No. 17450, W. 
G. Bush & Co. vs. Louisville & Nashville et al., mimeographed, 
as to rates charged on common brick, from Nashville, Tenn., to 
Morehead, Ky. The Commission, by division 3, found the rates 
charged were inapplicable in part and that the applicable rate 
was unreasonable: A rate of 15.5 cents was found reasonable 
for the future and was ordered into effect not later than Septem- 
ber 15. It is to apply on a 30,000 pound minimum. 

Claim was made that the combination rule applied to a com- 
bination of class and commodity rates. The Commission, how- 
ever, said that that was an untenable position. It said the rule 
did not apply to such a combination. 

The rate ordered to be established for the future is the 
same as that which applies in the opposite direction. The Com- 
mission said the carrier witness admitted there were no trans- 
portation reasons for a higher rate from Nashville to Morehead 
than in the opposite direction. He contended that competitive 
conditions justified higher rates northbound because only fire 
and furnace brick were manufactured in the Olive Hill group 
in which Morehead is situated, indicating that common brick 
would move into that district. The findings other than those 
relating to shipments and the award of reparation were: 


We find that the charges collected on the shipment of Decem- 
ber 6, 1924, were inapplicable to the extent that they exceeded 
charges at the applicable rate of 16.4 cents per 100 pounds, and 
were unreasonable to the extent that they exceeded charges at a 
rate of 15.5 cent per 100 pounds; that the charges collected on 
shipments made between December 12, 1924, and May 6, 1925, were 
inapplicable to the extent that they exceeded charges at the ap- 
plicable rate of 13 cents per 100 pounds and that the charges col- 
lected on shipments made subsequent to May 6, 1925, -were and 
are unreasonable to the extert that they exceed charges at a rate 
of 15.5 cents per 100 pounds, minimum 30,000 pounds, which is herein 
prescribed as a reasonable rate for the future. 


EVAPORATED MILK RATES 


The Commission, by division 3, has dismissed No. 16371, 
Milk Producers’ Cooperative Marketing Co. vs. Baltimore & 
Ohio et al., mimeographed, finding rates on evaporated milk, in 
carloads, from Pecatonica, Ill., to points in Trunk Line territory 
not unreasonable or unjustly discriminatory. It found the 
present adjustment not unduly prejudicial. It further found 
there was no proof of damage which might have arisen by 
reason of an unduly prejudicial situation which may have existed 
in the past. 

Commissioner Cox, author of the report, said the gravamen 
of the complaint was that its competitors at Wisconsin produc- 
ing points were accorded commodity rates, in most instances 
lower than the fifth class rates and also lower than its own 
rates for equal or comparable distances. Rates involved were 
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adjusted by the carriers in the schedules suspended and passed 
upon in Canned Goods to Eastern Points, 101 I. C. C. 5092. 


FRESH AND CURED MEAT RATES 
Changes in rates on fresh meats and packing house producis 


in No. 16095, Armour & Company et al., vs. Chicago, Milwaukee 
& St. Paul et al., mimeographed, from Chicago, Milwaukee ang 
South St. Paul to Houghton, Hancock and Calumet, Mich. The 
Commission, by division 2, has found the rates from and tg 
the points mentioned unreasonable. It has found the rates op 
fresh meats and packing house products, in straight and mixeg 
carloads, from the three points of origin mentioned, to May. 
quette, Ishpeming, Munising and Nestoria not unreasonable 
The report covers a sub-number, Swift & Company et al. ys 
Same. 

Rates to the points mentioned and destinations intermediate 
thereto were alleged to be unreasonable. The Commission gajq 
no evidence was submitted in respect of the intermediate points. 
The findings are as follows: 

_ We find that the rates assailed to Marquette, Ishpeming, Muni. 
sing and Nestoria were and are not unreasonable; but that the rates 
assailed to Houghton, Hancock and Calumet were, are and for the 
future will be unreasonable to the extent that they exceeded, exceeq 
or may exceed 57.5 cents on fresh meats and 34.5 cents on packing- 
house products to Houghton and Hancock and 58.5 cents on fresh 
meats and 35.5 cents on packing-house products to Calumet. We 
further find that complainants and Morris & Company made ship- 
ments as described and that complainants and, prior to October 
28, 1922, Morris & Company paid and bore the charges thereon at 
the rates herein found unreasonable; that complainants and, as to 
shipments made by it, Morris & Company have been damaged thereby 
in the amount of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable; and 
that the North American Provision Company, on all shipments made 
by or in the name of Morris & Company, and the other complain- 
ants, on shipments made by them, are entitled to reparation, with 


interest. Complainants should comply with Rule V of the Rules of 
Practice. 


CELERY COMPLAINT DISMISSED 


The Commission, by division 3, has dismissed No. 15630, W. 
B. Ahern Brokerage Co. et al. vs. Atlantic Coast Line et al, 
mimeographed, finding rates on celery, in carloads, from points 
in Florida to Chicago not unreasonable or unjustly discrimina- 
tory. It also found that the complainant had not been damaged 
by any undue prejudice that might have existed. 

Reparation was sought on fifty odd carloads of celery 
shipped to dealers in Chicago between January 11 and February 
15, 1922. The Chicago dealers claimed the rates on the celery, 
which moved under refrigeration, were unreasonable, unjustly 
discriminatory and unduly prejudicial. The applicable combina- 
tions of 16.5 cents and 23 cents, from the points of origin to 
Jacksonville, and $1.20 per crate beyond, were imposed. Subse- 
quently the rates were reduced and the Chicagoans put in a 
claim for reparation. One of the railroads opposed reparation, 
so no settlement was made and the case was brought to the 
Commission for adjudication, a compromise offer having been 
rejected. 

The allegation of unjust discrimination and undue prejudice, 
the report said, were based upon the collection of rates to 
Chicago based on a higher component to the Ohio River than 
that charged for delivery at Cincinnati and other points on the 
Ohio River. It said those allegations had not been sustained. 
Any undue prejudice, the report said, that might have existed 
in respect of so-called gathering charges had been removed, and 
it added that the complainants had not shown that they were 
damaged by the higher charges. 


RATES ON RODS 


Dismissal of the complaint in No. 17126, Marion’ Machine, 
Foundry & Supply Company vs. C. C. C. & St. L. et al., has 
been made by the Commission, in a mimeographed report by 
division 3, on a finding that rates on iron and steel pull and 
sucker rods from Marion, Ind., to destinations in Oklahoma and 
Texas were not and are not unjust or unreasonable. The 
Commission said the rates assailed were shown by defendants 
to compare favorably, distance considered, with rates on pull 
and sucker rods from St. Louis, Toledo and Pittsburgh to Okla- 
homa and Texas destinations, and that all the rates were part 
of the same adjustment. 


RATE ON SILICA SAND 


In a mimeographed report by division 2, the Commission has 
dismissed the complaint in No. 17060, Frohman Chemical Com- 
pany vs. Baltimore & Ohio et al., on a finding that a rate of 
$3.15 per net ton on silica sand from Ottawa, Wedron and Utica, 
Ill., to Sandusky, O., was and is not unjust or unreasonable. A 
rate of $2 was sought. The Commission said the record failed 
to establish that the rate assailed was or would be unjust or 
‘unreasonable. 


RATES ON STRAWBOARD BOXES 
The Commission, in a mimeographed report by division 3, 
has dismissed the complaint in No. 16992, Fairfield Paper Com- 
pany vs. Atlantic Coast Line et al., on a finding that rates on 
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rrugated strawboard boxes, K. D., in carloads, from Baltimore, 
ohio to Durham, Winston-Salem ‘and Reidsville, N. C., were not 
and are not unduly prejudicial. 


PINE LUMBER RATE PRESCRIBED 


The Commission, by division 4, in No. 16397, Traffic Bureau, 
chamber of Commerce vs. Atlantic Coast Line et al. and a sub- 
number, Same VS. Columbia, Newberry & Laurens et al., mimeo- 
graphed, has found the rate of 29.5 cents on pine lumber from 
Bonneau, S. C., to Chatham, Va., imposed on a carload shipped 
in October, 1922, not unreasonable or unduly prejudicial. It has, 
however, found that the shipment was misrouted and awarded 
reparation on that account. 

In the sub-number the Commission found unreasonable a 
rate of 25.5 cents, on a carload, from Jalapa, Ss. C., to Danville, 
Va., shipped in November, 1922, to the extent it exceeded 20.5 
cents and awarded reparation to that basis. The rate of 20.5 
cents was prescribed for the future and is to be made effective 
not later than September 15. That finding, however, is without 
prejudice to a different adjustment that may be made in I. and 
3, No. 2479, now pending. 


RAILROAD TIE REPARATION 

A finding of unreasonableness and an award of reparation 
have been made in No. 17081, Abeles & Taussig Lumber & Tie 
Co, vs. Chicago, Milwaukee & St. Paul et al., mimeographed, as 
to rates charged on six carloads of oak railroad ties shipped 
from Crocker, Mo., to Lyons, Ia. in April and June, 1922. 
Charges were collected on the basis of 35 cents but refunded to 
the basis of 32.5 cents. Three years later the railroads collected 
undercharges to the basis of 38 cents and the complaint was 
filed within 90 days thereafter. The Commission, by division 4, 
found the rate collected unreasonable to the extent it exceeded 
rates of 32.5 and°*33 cents applicable to Savanna, Ill., a more 
distant point than Lyons. A change in rates took place after. 
some of the cars moved, hence the basis of reparation on rates 
of 32.5 and 33 cents. 


COMMISSION ORDERS 


The effective date of the order of December 30, entered in 
16270, Board of Railroad Commissioners of the State of South 
Dakota vs. Chicago & North Western et al., in so far as it re- 
quires the removal of undue prejudice by March 6, 1926, and 
postponed by orders of February 19, 1926, and June 18, 1926, 
until July 6, 1926, and September 6, 1926, respectively, is further 
postponed until December 6, 1926, upon statutory notice. 

The Otis Steel Company has been permitted to intervene 
in No. 17471, Roxana Petroleum Corporation vs. Big Four et al. 

The Pabst Corporation has been permitted to intervene 
in No. 18207, Cliquot Club Company et al. vs. Atlantic Coast 
Line et al. 

The Texas Portland Cement Company has been permitted 
to intervene in No. 18208, and Sub. Nos. 1 to 5, inclusive, Okla- 
homa Portland Cement Company vs. Missouri-Kansas-Texas 
Railroad et al. 

Armour and Company, Armour and Company of Delaware, 
Armour and Company, a Maine corporation, The North American 
Provision Company and Armour and Company, a New Jersey 
corporation, have been permitted to intervene in No. 18449, 
Kennett-Murray Live Stock Buying Organization et al. vs. Aber- 
deen & Rockfish et al. 

The Jackson Traffic Bureau for McCarty-Holman Company 
has been permitted to intervene in No. 18482, Jackson Traffic 
Bureau for Taylor Willis Grocery Company vs. Alabama and 
Vicksburg et al. 

The, Hinde and Dauch Paper Company has been permitted 
to intervene in No. 18474, St. Regis Paper Company et al. vs. 
Batimore and Ohio Railroad et al. 

The Mobile Chamber of Commerce and Business League 
has been permitted to intervene in No. 18253 (and Sub. Nos. 1 
and 2), The Texas Company vs. Aberdeen and Rockfish Railroad 
et al. 

The Sun Oil Company and Peninsular State Oil Company 
have been permitted to intervene in No. 18253, The ‘Texas 
Company vs. Aberdeen and Rockfish Railroad et al. 

Armour and Company of Delaware has been permitted to 
intervene in No. 17742, Sub. No. 4, The Globe Soap Company vs. 
Sante Fe et al. 

The Nebraska State Railway Commission has been permitted 
to intervene in No. 17330 (and Sub. No. 1), Illinois Coal Traffic 
Bureau vs. Arkansas Valley Interurban Railway et al. 

The Lehigh Portland Cement Company has been permitted 
to intervene in No. 18257, Sub. No. 1, The Glens Falls Portland 
Cement Company vs. Delaware and Hudson Company et al. 


The Union Bag & Paper Corporation has been permitted to 


intervene in No. 18257, International Paper Company et al. vs. 
Delaware and Hudson Company et al. 

The Commission has further extended the time limits 
prescribed in Finance No. 3125, Construction of line by Kansas 
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City & Grandview Railway within which the Kansas City & 
Grandview Railway may commence and complete the construc- 
tion of said line of railroad to October 1, 1927, and September 
30, 1930, respectively. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 828, Missouri, Kansas & Texas 
Railway et al.; Valuation No. 830, Pacific Coast Railroad; and 
Valuation No. 833, Atlanta & West Point Railroad. 

The New Orleans Joint Traffic Bureau has been permitted 
to intervene in No. 17992, the Southern Kansas Millers’ Traffic 
Club et al. vs. Abilene & Southern Railway et al. 

The Chamber of Commerce of Shreveport, La., has been 
authorized to intervene in No. 18026, Arkansas Cotton Seed 
Crushers’ Association vs. A. C. & Y. Ry. et al. 

The National Cottonseed Products Corporation has been per- 
mitted to intervene in No. 18379, Texas Cottonseed Crushers’ 
Association et al. vs. Aberdeen & Rockfish R. R. et al. 

The Jacksonville Traffic Bureau has been authorized to in- 
tervene in No. 18364, Georgia Public Service Commission vs. 
Atlantic Coast Line Railroad Company. 

The Otis Steel Company has been permitted to intervene in 
No. 18031, The American Motor Body Corporation et al. vs. B. 
& O. R. R. et al. 


STATED REFRIGERATION CASES 


In a tentative report on No. 17020, American Fruit Growers, 
Inc., of California, et al. vs. Southern: Pacific et al., Examiner 
John H. Howell said, the Commission should find stated re- 
frigeration charges on melons and green vegetables, carloads, 
from the Imperial Valley of California and the Salt River Valley 
of Arizona, to interstate destinations, except on melons from 
the Salt River Valley to El Paso, Tex., not unreasonable or un- 
duly prejudicial. He said the Commission should find that re- 
frigeration charges assailed in the title complaint and in No. 
17082, California Farm Bureau Federation et al. vs. Southern 
Pacific, were not unreasonable or unduly prejudicial except that 
the charge on melons from Salt River Valley to El Paso was, is 
and for the future will be unreasonable to the extent it exceeded, 
exceeds or may exceed $95 per car. The report covers, in addi- 
tion to the complaints mentioned, No. 17839, Alamo Packing 
Company et al. vs. Southern Pacific et al., and No. 17902, Caruso, 
Rinella Battaglia Company, Inc., vs. Southern Pacific Company 
et al. 

Howell said that, owing to the great number of complainants 
on whose behalf reparation was asked, evidence as to the pay- 
ment and bearing of refrigeration charges was not taken. The 
number of shipments, he said, from the Salt River Valley to El 
Paso was not great and that the parties should enter into 
stipulations, if possible, in order to avoid the necessity, if pos- 
sible, for a further hearing. 

The complaint was filed by the American Fruit Growers, 
Ine., and 26 firms or individuals at Pittsburgh, Chicago, Colum- 
bus, Cincinnati, Denver, Phoenix, Los Angeles, Brawley, Calexico, 
Heber, and El Centro. At the hearing a petition of intervention 
was filed by the El Paso Freight Bureau in which reparation 
was asked on behalf of several receivers or shippers of freight 
located at El Paso. 

The complainants put in a great amount of testimony tend- 
ing to show that the charges were too high and should be ma- 
terially reduced. In addition, the complainants alleged undue 
preference of shippers of melons in other sections of California. 


SUSPENDED TARIFFS 


In I. and S. No. 2719, the Commission has suspended from 
August 1 until November 29, schedules as published in the fol- 
lowing tariffs. 

Supplement No. 52 to Glenn’s I. C. C. No. A-461, Supplement 
No. 15 to Glenn’s I. C. C. No. A-469, Supplement No. 4 to Glenn’s 
I. C. C. A-545, Supplement No. 7 to Glenn’s I. C. C. No. A-554, 
and other tariffs issued by individual lines. The suspended 
schedules propose a general revision of rates on agricultural 
implements, carloads, between points in the Southeast and 
points in the Mississippi Valley territory, which results in both 
increases and reductions. The following is illustrative, rates 
in cents per 100 pounds: 

From Atlanta, Ga., to Memphis, Tenn., present 35%, proposed 
50; New Orleans, La., present 35%, proposed 53; Meridian, Miss., 
present 47%, proposed 46. From Chattanooga, Tenn., to Memphis, 
Tenn., present 2914, proposed 45; New Orleans, La., present 354, 
proposed 53; Meridian, Miss., present 474%, proposed 45. 

In I. and S. No. 2720, the Commission has suspended from 
August 1 until November 29, schedules as published in the 
American Railway Express I. C. C. No. 3250. The suspended 
schedules propose to increase the switching charge at Grand 
Island, Neb., on carload shipments moving by express over the 
Chicago, Burlington & Quincy Railroad, when switched by the 
Union Pacific R. R. to industries located on its tracks at that 
point. The present switching charge is $2.50 per car; the pro- 
posed charge is $12.60 per car. 

In 1. and S. No. 2721, the Commission has suspended from 
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August 1 until November 29, schedules published in the follow- 
ing named tariffs issued by Jones: Supplement No. 7 to I. C. C. 
No. 1735; Supplement No. 2 to I. C. C. 1736; Supplement No. 2 to 
I. C. C. No. 1762; and other tariffs issued by individual lines. 
The suspended schedules propose to increase the carload mini- 
mum on wrought iron pipe and seamless iron or steel tubing, in 
the Official Classification territory, from 36,000 pounds to 46,000 
pounds. 

In I. and S. No. 2717, the Interstate Commerce Commission 
has suspended from August 1 until November 29, 1926, the opera- 
tion of schedules as published in the following named tariffs: 


Supplement No. 1 to Atchison, Topeka & Santa Fe. Ry. I. C._C. 


No. 9935; Supplement No. 1 to Beaumont Sour Lake & Western Ry. 
I. Cc. C. No. 1; Supplement No. 1 to Missouri-Kansas-Texas R. R. 
I. Cc. C. No. C-83; Supplement No. 1 to International-Great Northern 
R. R. I. Cc. GC. No. 955; Supplement No. 1 to Kansas City Southern 
Ry. I. C. C. No. 4343; Supplement No. 1 to Southern Pacific Lines 
I. Cc. C. No. 1583; Supplement No. 1 to Trinity & Brazos Valley Ry. 
Lc. ©. No. 219. 


The suspended schedules propose to cancel the present 
storage in transit arrangements at Houston, Galveston and other 
Texas gulf ports, which provide that iron and steel articles, 
carloads, moving from Atlantic Seaboard or Southeastern terri- 
tories to Texas destinations may be stored in transit for a period 
not exceeding one year at Texas gulf ports, and then be re- 
forwarded to destination on basis of through rate from point of 
origin to destination, plus 2 cents per 100 pounds transit charge. 
This would have the effect of applying higher combination rates 
in lieu thereof. 

In I. and S. No. 2718, the Commission has suspended from 
August 1 until November 29, schedules as published in supple- 
ments Nos. 8 and 9 to New Orleans and Northeastern I. C. C. 
No. 3051. The suspended schedules propose to change the pres- 
ent routing provisions on lumber, carloads, from stations on the 
New Orleans and Northeastern Railroad Company, and its con- 
nections, to Normal, Ala., which would eliminate the provisions 
of the intermediate rule to N. C. & St. L. Ry. stations between 
Nashville, Tenn., and Normal, Ala., and result in higher com- 
bination rates. The following is illustrative: 


Lumber, carloads, rates in cents per 100 pounds, from Hatties- 
burg, Miss., to Smyrna, Tenn., present 22.5, proposed *28.5; Wart- 
race, Tenn., present 22.5, proposed *31.5; Decherd, Tenn., present 
22.5, proposed {30. 





*Nashville, Tenn., combination. tHuntsville, Ala., combination. 


In I. and S. No. 2722, the Commission has suspended from 
August 4 until December 2, schedules as published in supple- 
ment No. 5 to Louisville & Nashville, I. C. C. No. A-15689. The 
suspended schedules propose changes in rates on fruits and 
vegetables from points on the Louisville & Nashville Rail- 
road in Alabama, Mississippi, Louisiana and Florida to Memphis, 
Tenn., which results in both increases and reductions. The 
following is illustrative. Rates in cents per 100 pounds on 
berries. 


Carloads, to Memphis, Tenn., from Gulfport, Miss., present 70, 
proposed 8744; Flomaton, Ala., present 70, proposed 8114; Graceville, 
Fla., present 160, proposed 81%. lLess-than-carloads to Memphis, 
Tenn., from Gulfport, Miss., present 106, proposed 134; Flomaton, 


Ala., present 106, proposed 126%; Graceville, Fla., present 320, pro- 
posed 126%. 


In J. and S. So. 2723, the Commission has suspended from 
August 4 until December 2, as published in supplements Nos. 
8 and 11 to Leland’s I. C. C. No. 1772. The suspended schedules 
propose to restrict the application of rates on cement from 
Kansas, Missouri and Oklahoma producing points to points in 
Oklahoma on the Midland Valley R. R. and C. R. I. & P. Ry. 
via routes passing through Greenwood, Mansfield and Hartford 
Junction, Ark., which would result in increased rates via these 
routes. The following is illustrative: 


Cement, in carloads, from Chanute, Kans., via Mansfield, Ark., 
and C. R. I. & P. Ry., to Monroe, Okla., present 16, proposed 27%. 


In I. and S. No. 2715, the Commission has suspended from 
July 30 until November 27, schedules as published in supple- 
ment No. 7 to Speiden’s I. C. C. No. 915. The suspended 
schedules propose to restrict the present rates on household 
goods, carloads, from New Orleans, La., and points grouped 
therewith to points in southern territory to apply only on traf- 
fic from beyond. This will have the effect of applying higher 
class rates from New Orleans, La., proper. The following is 
illustrative, rates in cents per 100 pounds: 


From New Orleans, La., proper, to Chattanooga, Tenn., present 
5144, proposed 114%; Atlanta, Ga., present 51%, proposel 114%; Jack- 
sonville, Fla., present 53, proposed 122. 





FINAL VALUATION REPORT 


In Valuation Docket No. 106, Chicago, Milwaukee & Gary Rail- 
way Company, opinion No. B-329, 114 I. C. C., 16-50, the Com- 
mission has found the final value of the property. owned and used 
for common-carrier purposes to be $2,789,475, as of June 30, 1915. 
Property used but not owned was valued at $499. The carrier and 
ee oe ge ag a a») wage been a joint owner of certain 

perty w e & = * + protested the tentati y 
of $2,889,475 for property owned and used. ee 
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The Commission, in its report, said that, effective as of mid 
night, December 31, 1921, the property of the Chicago, Milwaukee @ 
Gary was transferred to the Chicago, Milwaukee & St. Paul Rail 
way Company for a_consideration of $3,000,000, which transfer had 
been ratified by it. It was contended, the Commission said, 


that j 
assigning a final value of less than that sum to the property a an 
injustice would be done the purchaser. The Commission saiq 


protestant apparently had overlooked the fact that the tentative 


valuation of $2,889,475 for property owned and used did not i 
the sum of $149,650.53 stated in the tentative valuation as the ‘sane 
of non-carrier property owned by the carrier on date of valuation 
Moreover, the Commission said, when the valuation was brought to 
a later date the carrier would receive credit for whatever net ag. 
ditions and betterments had been made between date of valuation 
pay an enm mas meant — bong they should be considered in making 
n e valuatio chase pri 
of $3,000,000. n found herein with the purchase price 
The Commission said the carrier’s books recorded an investment 
of $11,269,746.46 in carrier property, including land. The investment 
readjusted in conformity with the Commission’s present accounting 
classification, the report said, stood on valuation date at $12,155,652.19 
of which $11,252,635.80 represented the par value of securities js. 
sued or assumed. The Commission said it was clear from ob- 
tainable data on the original cost of the property that this par 
value was greatly in excess of the money outlay in the property 
acquired. It said the original cost to date of valuation could not 
be definitely ascertained but that the accounting records indicated 
that $3,694,357.79 was a maximum amount within which lay the 
original cost to date of the carrier property as a whole. Cost of 
reproduction new of property owned and used, exclusive of lands 
was found to be $2,649,491, and the cost of reproduction less de- 
preciation, $2,125,635. The present value of lands owned and used 
was found to be $459,931.30. The present value of lands used but not 
owned was found to be $499. From July 1, 1908, to date of valuation 
(1915), the report said, the revenues were insufficient to meet the 
operating expenses and there was a net loss of $1,937,198.03 after 
meeting fixed charges. 





TENTATIVE VALUATION REPORT 


Kentucky and Tennessee Railway Company, final valuation of 


property owned and used for common carrier purposes 83,48 
of June 30, 1918. ee rn ae 


APPLICATIONS TO ACQUIRE 


The Monongahela Railway Company has applied to the: 
Commission to acquire control by stock purchsae and by lease, 
of the properties of the Chartiers Southern, a thirteen mile line 
in Pennsylvania, and the Indian Creek & Northern Railway, a 
two and one-half mile line in West Virginia. 

It has also asked for permission to lease. the Catawba 
Branch, one and one-half miles long, and a part of the Paw 
Paw Branch of the Baltimore & Ohio in West Virginia, which 
is five miles long. 

In addition the Chartiers Southern has asked for authority 
to operate under a “bridge” right over the rails of the Penn- 
sylvania Railroad between Brownsville Junction and Millsboro, 
Pa. At the same time the Chartiers Southern asked for per- 
mission to acquire by lease that part of the Pennsylvania 
between Besco and Crucible, Pa., a distance of about three miles. 

These separate applications indicate a realignment of routes 
in the coal territory of the Chartiers Southern for operation by 
the Monongahela, the capital stock of which will be owned by 


ae Pittsburgh & Lake Erie, and the Baltimore 
& io. 


PROPOSED LINE DISAPPROVED 


The Commission has denied an application of the Owens- 
boro, Rockport & Chicago Railway Company for authority to 
build a line of railroad from Owensboro, Ky., to Elnora, Ind., 
a distance of approximately 84 miles. The Public Service Com- 
mission of Indiana recommended that the application be granted. 
The Louisville, Henderson & St. Louis Railway Company in- 
formed the Commission it was opposed to the construction of 
the line but said it did not wish to be heard in the matter. 
Summing up its reasons for denial of the application, the Com- 
mission said: 


The amount of traffic that might be carried by the applicant 
other than traffic to and from points on its own line is problematical. 
Except at Owensboro, the country that the proposed road would 
serve locally would produce little traffic, barring such traffic as migifit 
result from the development of strip coal mining. The country 
traversed is now fairly accessible to rail lines and to markets. The 
economic justification of the proposed line is doubtful. The estimate 
of traffic and revenues appears to be much too high and the operat- 
ing ratio much too low. The record, notwithstanding the testimony 
and exhibits introduced at the second hearing, affords little data, 
other than the operating results of the Terre Haute and the Mt. 
Carmel, whereby the reasonableness of the estimates as to traffic, 
revenues, and expenses may be determined, and there is no as- 
surance that the line would be self-sustaining or that it would not 
become a burden on the transportation system as a whole. Gross 
overcapitalization is proposed as a part of the contract for con- 
struction, and the par value of the first-mortgage bonds alone 1s 
to exceed slightly the cost of the road, without equipment, as esti- 
mated by the applicant. This does not commend the project. 

Upon the facts presented. we find that the present and future 
public convenience and necessity are not shown to require the con- 
struction and operation by the applicant of the line of railroad de- 


scribed in the application. An order will be entered denying the 
application. 


MODIFIED PROCEDURE DOCKET 
Commissioner Myer has announced that it has been decided 
to withdraw No. 18020, Ward Baking Company et al. Vs. 
Pennsylvania Railroad et al., from modified procedure docket. 
This complaint will be set down for hearing in regular order. 
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MOTOR VEHICLE INVESTIGATION 


(By a Staff Correspondent at St. Paul, Minn.) 


Taking a position directly opposite from that assumed by 
the National Association of Railway and Utilities Commission- 
ers, which has declared in favor of federal regulation of motor 
yehicles, the Minnesota commission, through Ivan Bowen, one 
of its members, presented to the Interstate Commerce Com- 
mission, at the Saint Paul session of its hearings in Docket 
19300, investigation of the motor bus and truck transportation 
field and its relation to rail carriers, July 30, a formal motion 


that the proceeding be dismissed. 


page 266.) The motion said: 


(See Traffic World, July 31, 


The railroad and warehouse commission of the state of Minne- 
sota, having exclusive jurisdiction under Chapter 185, Session Laws 
Minnesota, 1925, over all common carriers by motor vehicle operat- 
ing on the public highways over a regular route or between fixed 
termini between points within the state of Minnesota, objects to the 
jurisdiction of the Interstate Commerce Commission in the present 
proceeding on the ground that there are no motor vehicles operating 
on the public highways within the state of Minnesota, or elsewhere, 
which are subject to the jurisdiction of the Interstate Commerce 


Commission. 


The basis of the motion was as set forth in a statement by 


Mr. Bowen, the gist of which was as follows: 


It appears by the order of the Interstate Commerce Commission 
in this proceeding that it assumes jurisdiction over all motor bus 
and motor truck operation, by or in connection or in competition 
with common carriers, subject to the Interstate Commerct Act. It 
also appears by that order that the Commission intends to make 
such orders as the facts developed by the investigation may warrant 
and for the purpose of making recommendations to Congress. This 
proad and sweeping statement gives little information to those of us 
interested as to what direction the Interstate Commerce Commission 
contemplates striking out, with a view to extending its powers over 


th@ motor carriers, 


No one, not even itself, 


had any conception 


that it had jurisdiction over a carrier by motor vehicle prior to 
the issuance of its order of May 21 and whicli Congress, from whom 
it receives its authority, had refused to commit to the keeping of 
the Interstate Commerce Commission when it refused to pass 81734, 
an act to regulate interstate commerce by motor vehicle. 

There is no law prohibiting a railroad subject to the interstate 
eommerce act from carrying on its business by motor truck, directly 
or through a subsidiary corporation. There 
which gives the Interstate Commerce Commission jurisdiction over 
a competitive motor carrier even though it affects the revenues of 
the railroad subject to the act and it is in this latter regard that 
the language of the order of May 21, seems to indicate that the Com- 


mission assumes jurisdiction. 


is no provision of law 


Section 15-A gives the Interstate 


Commerce Commission power to prescribe such rates for common 
carriers by rail as will enable them to earn a fair return, but no- 
where in the act is the Commission given power to bring about 
the earnings of a fair return to the railroads through curtailment or 


control of competition by 


motor carriers. 


The order of May 21 further states that, the hearings are for 
the purpose of developing facts in order to make recommendations to 
Congress. This purported ground cited in the order upon which the 
Commission assumes to base its jurisdiction in unique in view of 
the fact that Congress had just completed extensive hearings upon 
$1734, an act to regulate interstate commerce by motor vehicle, and 
with due deliberation had refused to vest the Interstate Commerce 
Commission with jurisdiction over that class of carrier. 

_ The Interstate Commerce Commission through its control of the 
railroads under the interstate Commerce act, is concerned primarily 
with the interests who do business in interstate commerce. Intra- 


state commerce must give way to the interstate. 


Justice Brandeis 


in Colorado vs. U. S., construing an order of the Interstate Com- 


merce Commission relative to railroads, said: 


“The obligation assumed by the corporation under its charter 
of providing intrastate service on every part of its line within the 
state is subordinate to the performance by it of its federal duty, 
also assumed efficiently to render transportation services in inter- 
state commerce. * * * It (Congress) may determine to what extent 
and in what manner intrastate service must be subordinated in order 
that interstate service may be adequately rendered.” 


This duty of the Interstate Commerce Commission to give pro- 
mary consideration in railroad matters to interstate commerce is 
cited not in resentment but in order to point out that in the matter 
of regulation of interstate commerce it is already adequately taken 
care of through the carrier by rail, which is by nature an interstate 
carrier. On the other hand, the motor vehicle is primarily a short- 
haul transportation and by nature an intrastate operator. 

If the intrastate service of a railroad must be subordinated 
to the interstate service, then certainly in the form of government 
under which we live, the state is entitled to transporation which 
Can serve its needs and give at least equal consideration to those 
engaged in intrastate commerce as those in interstate. Such a serv- 


ice is the public motor vehicle. 


There is no auto transportation com- 


pany operating in the state of Minnesota which is not subject to 
the jurisdiction of the railroad and warehouse commission. But a 
small mileage of the companies operate interstate. The nature of 
the business is such that a motor carrier cannot operate without 
doing local business within a state, except in isolated instances, 


and thereby becomes subject to state regulation. 


The operation of auto transportation companies in the state 
of Minnesota has supplemented the service of the railroad and has 
enabled the railroads to economize in large amounts through the 
abolition of service which had not for years been paying its operat- 
ing costs. The operation of the Northern Transportation Company, 
which is generally known to be owned by the Great Northern Rail- 
way Company, has not alone worked many economies to that rail- 
road but has enabled other railroads in this state to curtail their 


operating costs. 


In the thousands of pages of testimony taken by the railroad and 
Warehouse commission in hearings upon applications of auto trans- 
portation companies there has been furnished by the railroads no 
¢c ~sd evidence that the railroads in this state were being adversely 
allected by the operation of public motor carriers when operating 


in their proper sphere. 


th We have been hearing considerable in the past few years about 
7 tatoo tinued encroachment of the federal government upon so-called 
out es rights. The President of the United States has pointed it 

aS one of the dangerous tendencies of the time. Cabinet officers 
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have stressed the necessity of preservation of regulation by the states 
over their utilities. A few weeks ago the president of the American 
Bar Association at Denver used the subject as a keynote in his 
annual address. And yet with all of these expressions of the public 
thought of the day on the subject we are confronted with an in- 
vestigation by an agency of Congress created for another purpose, 
the expressed object of the Commission being to develop facts as the 
basis for recommendation to Congress for federal regulation of an- 
other public utility, notwithstanding Congress has refused to legis- 
late on the subject after hearings held. If each subject is to be an 
exception to the opinion advocating state control, where is the en- 
croachment to end—an argument can be advanced for the federal 
regulation of every business in the United States. 

The railroad and warehouse commission is not antagonistic to 
the regulation of the Interstate Commerce Commission within this 
state when such Commission is acting properly within its sphere, 
but we do oppose this seeming attempt of the Interstate Commerce 
Commission to extend its control without legislative sanction of Con- 
gress over operation of motor vehicles on the public highways of the 
state. 

Commissioner Esch, before whom and Examiner Flynn the 
hearing was conducted, pointed out to Mr. Bowen that the 
order of the Commission instituting the investigation included 
a paragraph in which it was said that the question of motor 
vehicle competition played an important part in a number of 
formal cases now before the Commission, and added that the 
investigation was in no sense an assumption by the Commis- 
sion of a jurisdiction it did not have under the law, but was 
merely an attempt to discover to what extent motor common 
carriers ought, in the interest of the whole transportation sys- 
tem of the country, to be regulated. Mr. Bowen replied that 
the motion was, in his opinion, broad enough to cover these 
points, and the Commissioner, in turn, accepted it for consid- 
eration. He said the Commission would also consider any brief 
the Minnesota commission might care to submit in support of 
its position. 

Proceeding, then, along the line laid out at the Chicago 
hearing, the commissioner asked for the presentation of rail- 
road testimony. J. N. Davis, of the Milwaukee road, chairman 
of the railroad legal committee, said his committee did not in- 
tend to present testimony at the Saint Paul sessions. It de- 
veloped that no railroad men cared to testify independently, 
and the stand was then taken by C. B. Beyer, traffic manager 
for the Farm Producers’ Association, an organization made up 
of local groups of poultry and egg producers in Minnesota, 
Wisconsin, and South Dakota. 

He said his association gathered the products of its mem- 
bers at designated assembly points, whence they had been 
brought by the producer in his own truck. By means of com- 
mon carrier trucks the eggs and poultry were then taken to 
concentration depots at such points as Minnesota Transfer and 
La Crosse. Here a certain part were used locally and the rest 
shipped by rail to distant points of consumption. He said the 
time element was important in poultry and egg production and 
that he didn’t believe the business could be carried on success- 
fully without the aid of common carrier trucks. Although he 
admitted that most of the 24,000 members of his association 
could get their produce to some railroad station or other, he 
said the railroads, as a rule, did not furnish adequate service 
between those stations and the concentration points. In addi- 
tion, he said, the trucks that hauled the produce, mostly under 
contract, into the concentration points, hauled feed and other 
commodities back into the country. He insisted that the pres- 
ent methods of state regulation of motor vehicles was all right, 
but added that he did not favor federal regulation “at present.” 

C. Reinald Noyes, president of Noyes Brothers and Cutler, 
wholesale druggists, of Saint Paul, and president of the local 
Association of Public and Business Affairs, presented a reso- 
lution, which was adopted unanimously by the 29 members of the 
_association’s board of directors. The resolution, which, he said, was 
not put to referendum, as was sometimes the custom, because 
of the fact that no serious difference’ of opinion developed on it 
when it was presented to the board, was as follows: 


Whereas the Interstate Commerce Commission, under its Docket 
18300, is investigating the subject of federal control over motor bus 
and motor truck operations, and whereas an opportunity will be 
offered at the St. Paul hearing for commercial organizations to set 
forth the attitude of the business interests on this question, be it 
resolved that the St. Paul Association of Public and Business Affairs, 
through a vote of the board of directors, place itself on record as 
follows: 

1. We favor the free and unrestricted development of motor bus 
and motor truck transportation, in fair competition with all existing 
methods of transportation, so that the public may have the full 
advantage of any economies or conveniences which this new method 
of transporting merchandise and passengers may make possible. 

2. We believe that in the course of economic development it fre- 
quently becomes necessary to scrap old methods and old equipment 
because they are displaced by new inventions or organizations. 
Progress requires that this process be left free to operate in -the 
natural way. If it is restricted for the protection of vested interests 
progress is hampered or stopped. The United States has led in 
economic development in the nineteenth and twentieth centuries be- 
cause-of this freedom of individual initiative to introduce new 
methods. We favor a continuance of this policy. 

3. We call attention to the fact that at this stage of the develop- 
ment of motor bus and motor truck transportation, the operations are 
principally of a local and intrastate character, and therefore have 
but inconsequential or remote influence upon interstate commerce; 
that in Minnesota and all of the bordering states there is a 
comprehensive regulation of this new transportation agency, which 
regulation has not yet had time to demonstrate its efficiency and de- 
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fects, but which we are satisfied will afford ample protection to the 
public for some years to come. 

4. We are therefore opposed to any attempt at federal regulation 
of motor vehicle transportation until experience has demonstrated the 
merits, vices and effectiveness of state regulation and until a com- 
prehensive investigation into all phases of this industry has deter- 
mined a real need for supplemental regulation by the federal govern- 
ment and the exact scope and character of such regulation. 


Mr. Noyes said he feared federal regulation because it was 
probable that any commission charged with regulating motor 
vehicles would be prone to restrict their development because 
of concern over the present system of transportation. He said 
his firm was experimenting with a truck line of 100-mile radius 
and that its customers seemed to prefer it to rail service. The 
cost of such deliveries seemed to be less than the cost of freight 
plus two cartages, and materially less than express. Also, 
deliveries could be made much more promptly. 

The witness also told about the efforts his association 
made to get what he called “full bus service” for Saint Paul. 
He insisted that busses were not substitutes for railroads, but 
that, on the other hand, railroads could not be substituted for 
busses. One of the things he had noticed particularly while 
working on the problem was the fact that there seemed to be 
as much demand for bus service from the smaller towns as 
from the business interests in Saint Paul. 

Asked why people preferred to ride in busses rather than 
trains, regardless, seemingly, of equal or higher rates, and less 
comfort, Mr. Noyes replied that that was a question he could 
not answer but that, nevertheless, such a state of affairs did 
exist. 


On cross examination, he admitted that there were some 
difficulties in interstate motor traffic that could probably be 
ironed out under federal regulation. He cited discrimination 
by one state against vehicles bearing the license tag of another 
on its highways. In reply to a question by Mr. Davis as to 
whether he would object to the carrying on of motor common 


carriage on the highways by the railroad corporations, he 
answered: 


“I see no reason for keeping any concern or any group of 
capital from operating on the highways of our state just be- 
cause it represents ownership of lines of rails.” 


Edgar F. Zelle, president of the Jefferson Highway Trans- 
portation Company, and also president of the Minnesota Motor- 
bus Association, was the next witness. He brought with him 
a large number of exhibits, in the shape of maps, tables and 
graphs, through which he undertook to set forth for the Com- 
mission’s benefit the entire history of common carrier bus 
transportation in Minnesota. These showed, among other 
things, that the 1925 registration of all automobiles in the 
state totaled 526,405, or one for every 5 persons in the state. 
“And the point of saturation is not yet reached,” he added. 


He said that, under the present state. laws, all the money 
collected by the state for motor vehicle taxes went directly, 
without deduction, into the state highway fund. In addition, 
the money realized from a two cents a gallon gasoline tax 
also went into that fund. As a result, he said, the present 
annual expenditure for highways in Minnesota was between 
$26,000,000 and $28,000,000, and the total investment in the state 
for highways and automobiles, at present, was $440,434,055, or 
approximately the valuation of the railroads in the state. 


Passing then to the effect the coming of the busses had 
on railroad traffic, Mr. Zelle pointed out that the reduction in 
passengers carried by the railroads in the state, from 18,324,553 
in 1916 to 13,372,072 in 1921, could not be blamed on the busses, 
since hardly any were in operation as early as 1921. He con- 
sidered it significant, however, that, although the number of 
passengers carried had sunk, in 1925, almost to the 1890 level 
of 6,000,000, it took almost twice as many car miles to carry 
them in the later year than the earlier. 

Mr. Zelle outlined the regulations under which common car- 
rier busses in Minnesota were operated. He said the statute not 
only gave the state commission power to issue and refuse cer- 
tificates of convenience and necessity, but that the rates charged 
had to be submitted to that body for scrutiny and that the com- 
mission also fixed the amount of liability insurance which a busy 
operator had to carry in favor of his passengers. 


He described in detail the network of bus lines which 
crossed the state. He said there were, in all, 5,592 miles of bus 
routes, exclusive of those operating between St. Paul and Min- 
neapolis, on the one hand, and Duluth and Superior on the other. 
Of these, something over 3,000 miles were operated by the 
Northland Transportation Company, recently acquired by the 
Great Northern Railroad. He described the efforts made by 
that railroad to hold its local passenger business on the Wilmar 
and St. Cloud lines before purchasing the bus lines. At that 
time, he said, the railroad, after a survey of the communities on 
those divisions, increased the service and lowered the rates, until 
the latter were considerably less than the bus rates. The pub- 
lic, however, he said, still continued to use the busses in pref- 
erence to the rail locals. Since the Northland was purchased 
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by —— Northern, many of these trains had been removed 
he said. ’ 

Continuing, he quoted from a report of the Minnesota cop, 
mission to the effect that the trains taken off on account of 
business taken over by the busses had saved the railroads o 
Minnesota $504,602 last year. He cited an instance of trajp 
removals where the local had established a minimum record 9 
one passenger and 20 cents revenue for a trip. 

He cited figures that showed that, in 1925, all of the Minne 
sota bus lines, including the Minneapolis-St. Paul lines, carrieg 
11,000,000 passengers. He also said that the process of snow rp. 
moval had been made so efficient, in conjunction with the state 
highway commissioners, that some lines maintained 100 per cent 
schedules all through the recent severe winter. 

He closed with a general statement of the advantages of 
the bus lines over local railroad passenger transportation, ang 
said that, although the Minnesota operators were glad to have 
state regulation, they saw no useful purpose to be served by fed. 
eral regulation. Only about 2 per cent of the passengers carried, 
he said, traveled interstate. 

Mr. Davis asked the witness what he meant by a statement, 
with which he closed, in which he pleaded for cooperation on 
the part of the railroads. After a lengthy exchange between the 
attorney and the witness, the latter said that it was reasonable 
to suppose that, within a few years, the railroads would have 
to turn over their entire local passenger business to the busses, 
He said the only thing to prevent this happening at once was 
the fact that good roads did not yet exist everywhere. 

J. G. Belanger, of the Interstate Transportation Company, 
Bismarck, N. D., operator of busses in North and South Dakota, 
said he did not think federal regulation a necessity at this time. 
He described the manner in which the two Dakotas regulated 
bus transportation and said South Dakota had so far permitted 
him only to render service into it from North Dakota. Questions 
by railroad attorneys led to the assumption that this action, and 
the joint making of rates between the two states by the two 
state commissions, was clearly the regulation of interstate com- 
merce. 

L. J. Anderson, director of traffic for the St. Paul Union 
Stock Yards, put into the records figures showing the growth of 
haulage by truck to his yards. In 1924, he said, the total num- 
ber of trucks of live stock brought into the South St. Paul yards 
was about 34,000, equaling 4,356 carloads. In 1925, 47,000 truck 
loads came in, equaling 6,484 carloads. He said the truck move: 
ment was continually increasing. He expressed no opinion as 
to the value of, or necessity for, federal regulation. 

R. H. Adams, Minneapolis municipal market master, told of 
the increase in the production of garden truck and the increased 
radius of its production due to the supersedence of the horse- 
drawn vehicle by the motor truck. He said, however, little or 
none of the movement of garden stuffs into the Minneapolis 
market was by common carrier. In the matter of regulation, he 
said, he thought that, since the people of Minnesota had built 
such splendid highways, they should be left to themselves to 
regulate the traffic over them. Commissioner Esch reminded the 
witness that Congress had appropriated, at the last session, 
some $165,000,000 for roads, and the witness said that, with that 
new knowledge, he thought it might be fair for the federal gov- 
ernment to exercise some regulation over interstate motor 
traffic. ; 

J. C. Vant Hul, secretary of the Minnesota Commercial Truck 
Owners’ Association and the Twin City Transportation Associa- 
tion, made a statement in which he insisted that none of the 
members of his associations was a common carrier, because 
none of them operated between fixed termini. In substance, his 
statement was as follows: 


e desire to point out that while at the present time the number 
of Pak... quettle trucks registered in Minnesota is still well below 
the 500 mark, the number of privately-owned and general transporta- 
tion trucks, exclusive of those used in agricultural or dairy pursuits, 
is more than 34,000. : ’ 3 a 

The returns from the questionnaires which we have circulate 
extensively, in order to obtain an expression for these hearings, fail 
to indicate any demand for regulation. It is not surprising that —_ 
owners fight shy of the subject, and it seems evident that muc 
more experience, or at least a better understanding of the subject and 
the aims of regulation must be had ere the time is ripe to determine 
upon any hard and fast rules with any assurance that they will be 
fair and just to all parties concerned. , ; 

The two organizations who join in this testimony are non-common 
carriers. The Minnesota Commercial Truck Owners’ Association 
membership is composed of (a) Owners of trucks operating for hire in 
a general, but intermittent, transportation business, without fixed 
schedules, routes or termini; (b) Transfer and storage firms, doing 
mainly a local—but occasionally an intrastate or interstate business; 
(c) Truck fleets of manufacturers, wholesalers, jobbers, and retail 
merchants, as well as contractors, laundries, garages and many others 
who haul their own goods exclusively in the conduct of their own 
business. 

The Twin City Transportation Association membership is engaged 
in the moving of household goods wherever the customer demands, 
as well as in the conduct of a general drayage business in the Twin 
Cities. , 
j None of these trucks have, nor can they have either fixed termini, 
regular routes or time schedules—nor do they partake of any of the 
characteristics of the common carrier truck—and in common fairness 
obviously cannot be made subject to rules and regulations as common 
carriers. - 
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We feel, moreover, that no class of trucks represented in our 
jzations, is in direct competition with railways, but rather, is 
jementary thereto, and our operations are in distinct classes by 
selves. There is no attempt, nor can there profitably be, on the 
of our trucks for hire, to carry L. C. L. shipments over state or 
interstate highways; full loads only, destined to one consignee at the 
_e point, are the invariable rule; their only approach to competi- 
oe with rail service occurs when they haul a load of goods to some 
po hey point reached also by rail, but in this instance even, there is 
dis stinct class of service not rendered by the steam roads, consisting 
* the elimination of the costly packing, plus the advantages of door- 
to-door pick-up and delivery and the saving of time. . Many points 
are thus served that are not reached at all by rail. : 

The same is true of those who are in the general transfer busi- 
ness, Who must come and go as the business requires, who cannot 
have any predetermined plan of operation and whose movements are 
entirely subject to the wishes of the customer. And where the com- 
mon carrier truck, like the railroad, is limited by routes, schedules 
and termini, our general transportation trucks supplement this service 
to points not so included, as well as providing transportation of 
freight from railway terminals to the doors of the consumer. 

The commercial firms in our association meaning, business houses 
operating their own vehicles, merely deliver their own merchandise 
to their customers in nearby communities. It seems clear that none 
of these vehicles are in the same category as common carriers. 

These association fully realize that the problem before the Com- 
mission, if it is to be probed in all of its ramifications, is a tre- 
mendous one. The phenomenal growth of motor truck transportation, 
in itself a pretty good indication of both convenience and necessity, 
has brought its problems. And in the attempt to find the solution, 
we wish to offer the Commission our best efforts in whatever way 
there may be opportunity to assist. 


Mr. Vant Hul said he did not think the motor truck indus- 
try was as yet sufficiently stabilized for federal regulation. He 
added that he was also opposed to federal regulation because 
he did not think he would care “to go to Washington to get my 
case heard.” He admitted, however, that if his case could be 
heard in his home town, much of his objection to federal regu- 
lation would be overcome. : 

F. B. Townsend, director of traffic for the Minneapolis 
Traffic Association, described the operation of the Minneapolis 
Truck Terminals, Inc. He said that, from this terminal, 19 
lines, running 54 trucks, operated on regular schedules to 136 
Minnesota and Wisconsin stations. In 1925 they hauled 54,805 
tons of freight for a gross revenue of $303,520.88, while in the 
first three months of this year they hauled 14,071 tons for 
$71,846.71. As examples of service he pointed out Milaca and 
Elk River, to each of which two trucks per day were dispatched. 
He said these towns received only three deliveries a week 
from the roads on which they were located. 

He also introduced an exhibit showing the rates charged 

on the truck lines. These, he said, were based mainly on the 
railroad class rates, plus 5 cents a hundred Ibs. to cover the hand- 
ling to store-door. However, he added, the truck lines were pro- 
posing no increase to line their rates up with the new basis of 
class rates ordered by the Commission for the railroads in the 
recent Twin Cities-Fargo cases. 
The first day’s hearing was carried over into the evening, 
it being agreed by those appearing and the presiding commis- 
sioner that an effort be made to adjourn before noon on Satur- 
day, July 31. 

In completing his testimony, Mr. Townsend placed into the 
record a statement of the effect upon Minnesota class rates of 
the Commission’s decisions in the Fargo and Watertown cases, 
Numbers 13839 and 14743. These tended to show that, under 
the newer basis of rail class rates, the motor truck common 
carriers tributary to the Minneapolis and St. Paul truck ter- 
minals would offer the shipper an even better scale of rates, 
comparatively, than was the case under the old rail class scales. 
Mr. Townsend completed his testimony by making a general 
statement as to the effectiveness of the service now being ren- 
dered which, he said, would probably be interfered with and 
retarded under any imaginable form of federal regulation. 

_ Alexander Jones, of the circulation department of the 
Minneapolis Tribune, testified that his paper was able to increase 
its circulation by some 20,000 copies because of the fast and 
dependable suburban service rendered by the bus companies. 
T. A. Hendricks, traffic manager for the Dore, Redpath Company, 
and James D. Ryan, president of the Ryan Transfer & Storage 
Co., also testified at the evening session. The former described 
the produce business, which he said was now carried on almost 
wholly by motor truck common carriers. He said the largest 
part of the business of his company, incoming, was interstate, 
the main producing territory being southern and central Wis- 
consin. He stressed especially the advantages offered by certain 
truck companies offering heater truck service in sub-zero 
Weather, whereas the railroads had always refused to accept 
shipments of highly perishable produce during the coldest weeks. 

Mr. Ryan said that, in any scheme of federal regulation of 
motor vehicles, the transfer company that did its business largely 
through hauling household goods should be exempted. J. E. 
Edell, traffic manager for the Murphy Transfer and Storage Com- 
pany, repeated this testimony, and added that there was par- 
ticular danger in federal interference while the motor transport 

Usiness Was in a formative state. 

_ Speaking for the nineteen common carrier truck operators 
Using the Minneapolis and St. Paul terminals, Perry Moore, 
attorney, submitted his answer to the questionnaire sent out by 
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the American Automobile Association. Although this document 
admitted that the operation of the truck lines was profitable, no 
information as to operating costs was divulged, “owing to the 
pendency of the applications for certificates of public con- 
venience and necessity before the Minnesota commission of all 
the members of the Minneapolis & St. Paul Truck Terminals, 
Inc., and in view of the fact that we are vigorously opposed by 
the railroads and others who propose to offer truck service over 
our routes.” 
With regard to federal regulation, Mr. Moore said: 


We believe in the regulation of our business by the railroad and 
warehouse commission of Minnesota. We believe that all trucks 
operating for hire, including also the haulers of dairy and farm 
products and livestock, and including particularly those who peddle 
fruit in the rural communities, should be regulated in a manner sim- 
ilar to that under which we are regulated. It is our opinion that 
any regulation, state or federal, cannot be successful in the entirety 
unless those who haul for others for hire, regardless of the product, 
are placed under the same regulation. We believe in state regulation 
only. 

The morning session, July 31, opened with a statement by 
Herman Mueller, traffic director of the St. Paul Association of 
Public and Business Affairs. From a traffic point of view, Mr. 
Mueller adopted the testimony put in on the previous day by 
Mr. Townsend. The rates from both Minneapolis and St. Paul, 
and the services also, were identical, and the facts in that regard 
brought out concerning one city applied to the other, he said. 

Mr. Mueller took the position that the common carrier motor 
vehicle represented the best and most economical way for the 
people of Minnesota to get the benefits of their highway system. 
He said that regulation of common carriers on the roads would 
be difficult because they “must compete with the contract car- 
riers, who are probably beyond the reach of regulation as to 
their rates and service.” He admitted that “the railroads are, 
and so far as we can now forecast the future, probably always 
will be our principal transportation agency” but pointed out that 
“for years the railroads have quite generally made the claim that 
there is no profit in short haul traffic, especially the L. C. L. 
merchandise movements.” In conclusion, he said with regard to 
federal regulation: 


It is our conviction that the time has not yet arrived for the 
serious consideration of federal regulation of motor vehicle trans- 
portation. We feel that in some respects the federal government has 
gone farther than necessary or compatible with the best interest 
of the public in usurping the regulatory powers of the states over 
common carriers by steam railroads and that great care is essential 
lest similar mistakes be made in attempting to regulate this new 
and rapidly developing transportation agency. It is our position 
that there is and should be no hurry for the enactment of legislation 
by Congress in this field until there has been a most thorough and 
comprehensive investigation of every phase of motor vehicle trans- 
portation business and until sufficient time has elapsed for a more 
complete development and stabilization of this new industry. We re- 
spectfully urge that this Commission so recommend. 


In response to a question by the Commissioner, Mr. Mueller 
expressed the opinion that, judging by conditions in Minnesota, 
if federal regulation were instituted, it might well be done with 
regard to trucks and buses, by the same piece of legislation. 

Walter F. Rosenwald, maintenance engineer for the Minne- 
sota State Highway Commission, expressed the opinion that large 
trucks and buses worked no particular injury to hard-surface 
roads. He said they were damaging to gravel roads, however, 
so much so that it was necessary to exclude them from certain 
stretches during the spring weeks. He added that it was his 
personal opinion that, during dry weather, the light car that 
bounced a great deal and caused what he called a “washboard” 
condition on gravel roads, was more damaging than the heavier 
trucks and buses. His experience as road engineer, he said, 
had never included a difficulty as between the road authorities 
of adjoining states that could not be ironed out by the respective 
parties. 

T. A. Durant testified as to services and rates by motor truck 
afforded to Grand Forks, N. D., the chamber of commerce of 
which he represented. 

There then followed on the stand fourteen witnesses intro- 
duced by A. B. Jackson, Jr., attorney for a group of Saint Paul 
business men. These were farmers, farm co-operative managers, 
and farm implement dealers from various Minnesota and North 
Dakota rural points, all of whom used or had experience with 
the common carrier motor truck. They were uniform in their 
attitude toward the usefulness of this new form of transportation. 

Some of them stressed the advantage the trucks gave them 
in making it possible to get live stock to the market so as to 
take advantage of the current day’s market. Others said it 
enabled them to reach markets with perishables which had 
previously been too distant to make by team or rail. Again, 
others said that the possibility of loading a truck at a convenient 
hour of the day instead of having to load poultry in the middle 
of the night, or produce in the heat of noon, at a railroad siding, 
meant better returns for the farmer and better food products 
for the city dweller. Every one of the fourteen was opposed to 
federal regulation, none of them had had any experience with 
damage claims on trucked goods, and all of them thought the 
Minnesota and Dakota state regulations useful and salutary. 

John M. Meighan, of the American Automobile Association, 
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introduced a statement asked for by Examiner Flynn at the 
Chicago hearing. This had to do with the disastrous experience 
of two women who purchased transcontinental bus tickets and 
suffered a great many layovers and accidents en route, only to 
discover that the phrasing of their tickets and the financial 
irresponsibility of the bus company made it impossible for them 
to collect damages. No names, either of the disgruntled pas- 


sengers or of the bus lines used, were mentioned in the docu- 
ment. 


A short statement was made by L. E Luth, manager of the 
traffic bureau of the Winona Chamber of Commerce, in which 
he accepted as his own the testimony of Mr. Townsend and Mr. 
Mueller. He took occasion, however, to warn the Commission 
that federal regulation of motor vehicles would burden that body 


with a great deal more work than the large amount it already 
handles. 


Fay Harding, member of the North Dakota commission, 
offered the Interstate Commerce Commission any information 
that might be in the files of the Dakota body and full co-opera- 
tion of its members in the present investigation. The St. Paul 
hearing closed just before noon. 


In the report of the motor vehicle investigation, Traffic 
World, July 31, page 264, the figure given by H. E. Galpin, of 
the Greyhound Lines, representing gross income for the first 
six months of 1926 was shown as $59,259 instead of $359,259, 
through a typographical error. 


MOTOR TRAFFIC SURVEYS 


Highway transportation surveys covering the states of New 
Hampshire and Vermont have been begun under co-operative 
agreements between the United States Bureau of Public Roads 
and the two state highway departments, according to the High- 


way Research Board of the National Research Council, which 
says: 


In general, the same methods will be used as in the Connecti- 
cut and Cook. County surveys, reports of which have been pub- 
lished, and the Pennsylvania and Ohio surveys which are now 
being analyzed. For passenger vehicles the data will show the 
number of vehicles passing the station during each hour, the 
state in which they are licensed, the number of passengers they 
carry, whether the purpose of travel is business or pleasure, 
whether the passengers are from city or farm, whether the travel 
is an extended tour or a short trip, the origin, destination, length 
of trip and the number of miles of travel within the state. 

For trucks the data will show also the number passing each 
hour, the state registration, capacity, origin, and destination, 
with information as to the character of operation and of the con- 
signor and consignee, the total distance of travel and mileage 
within the state, the commodity transported, the type of trucking 
(for hire, contract hauling, etc.), and the situs of ownership. In 
addition to this information there will be recorded at special 
weight stations the make of truck, type of tires, and weights on 
front and rear axles. 

Analysis of this information will make it possible to prepare 
maps showing the present volume and distribution of passenger 
vehicle and truck traffic.on the highways of each of the states, 
from which the state highways will be classified as industrial, 
high, medium, or low-type routes, taking into account motor truck 
capacities and loads. A forecast of traffic for several years ahead 
will be made and a definite program of highway construction 
worked out. Special attention is to be given to an analysis of 
the relative traffic importance of the township roads with respect 
to the primary and secondary systems. 

Economic data to be collected will include information con- 
cerning the tonnage shipped by motor truck, marketing methods, 
zoneg of truck operation, and general trucking practice. 


STUDY MOTOR TRANSPORT 


Co-ordination of rail and motor transportation and motor 
transportation generally will be the subjects of study by a com- 
mittee of the Missouri-Kansas Shippers’ advisory board, under 
the chairmanship of P. W. Coyle, traffic commissioner of the 
St. Louis Chamber of Commerce. The committee will pay par- 
ticular attention to the question of whether or not it is advis- 
able for railroads utilizing motor trucks to handle freight from 
“break bulk” points to smaller communities within easy access. 
Mr. Coyle, speaking before the board in advocating an examina- 
tion of the subject, said: 


After a careful study of the subject of store-door delivery 
by the Industrial Traffic Managers’ Conference, in connection with 
the Traffic Bureau of the St. Louis Chamber of Commerce, the 
conclusion was reached that it would not expedite the movement 
of shipments in or out of St. Louis, but that it was important to 
smaller communities and to that end the rail and motor truck 
service should be co-ordinated in the handling of less than car- 
load merchandise shipments; in other words, extending the pack- 


age car service from the break bulk points to local points beyond 
by motor truck. 


In fact, it is my view of the situation, that motor truck serv- 
ice is more economic in the handling of less than carload ship- 
ments from the break bulk points than the way-freight service, 
and that eventually the truck service will supplant the way- 
freight service not only from the break bulk points but from all 
the principal distributing centers. 

This co-ordination. will bring about a condition much more 
satisfactory to the shipping public and the carriers than can pos- 
sibly result from the present methods of reckless competition. In 
other words, it will be much more satisfactory to the shipping 
public to have the rail carriers assume full responsibility for the 
movement of such shipments, whether handled all rail, or partly 
by rail and partly by truck, or entirely either by truck or rail, 
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under tariffs and bills of lading published and issued by th. .J 
carriers. if 

As the rail carriers are chartered to do this business, jt is 
conviction that they should assume this responsibility ang be ny 
tected in the discharge of that duty, whether the freight js ™ 
ried over the rails of the individual carrier or the concrete pyr 
highway, through the territory covered by their charter Ublig 
viously this will lead to the construction of concret« “5 Obs 





for the exclusive use of the carriers. In any event it wie 
expedited and more satisfactory service to the public. Bive 
The committee will make its report at the next Meeting gf 
the board dt St. Joseph, Mo., September 15. 
FINANCE APPLICATIONS 
In a joint application filed by the Portland and Rumford Fal 
Railway, the Portland and Rumford Falls Railroad, and the Maine 


Central, authority is asked by the Portland and Rumford Falls Rail 
way to issue and the Portland and Rumford Falls Railroad to pe. 
antee and pay, and the Maine Central to guarantee $890,000 of 5 <= 
cent first mortgage sinking fund gold mortgage bonds to refund 
retire outstanding bonds. The applicants propose to sell the bonds 
at not less than 93.25 per cent of par and to ask bids for t} 


from banks and brokers. 1€ bonds 

The Chicago & Illinois Western has applied for authority to is 
sue $489,500 of equipment trust certificates in connection with the 
acquisition of two switch engines and 300 gondola cars at an esti 


—_ cost of $689,500. 


W. Baldwin, president of the Missouri Pacific, has applig 
for authority to hold the position of director of the Western py. 
cific. The applicant explained that the Western Pacific Railroag Cor- 
poration and the Missouri Pacific each owned an undivided one. 
half interest in the common stock of the Denver & Rio Grang& 
Western. 

The York Harbor & Beach Railroad Company has applied fq 
authority to abandon its eleven-mile railroad from Kittery Junction 
to York Beach Station in York county, Maine. 

The Reading Company has applied for authority to guarantee pay- 
ment of the principal and interest of $565,000 of 4% per cent first con. 
solidated mortgage bonds of the Gettysburg & Harrisburg. 

The Hocking Valley has applied for authority to issue $6,000, 
of 5 per cent secured gold-notes, to mature in six months, and to pledge 
as collateral therefor $7,500,000 of general mortgage bonds. The pur. 
pose of the note issue is to retire a like amount of notes maturing 
September 1. 

The Middle Creek Railroad has applied for authority to isgy 
$24,000 of capital stock. 

The Missouri Pacific has applied for authority to issue nominally 
$22,094,000 of 5 per cent first and refunding mortgage gold bonds and 
to pledge and repledge them for short-term notes. Part of the issue 
will be exchanged for 6 per cent bonds held in. the company’s treas- 
ury and part will be for reimbursement of capital expenditures, 


UNCONTESTED FINANCE CASES 


The International-Great Northern has been authorized to procure 
authentication and delivery of $9,943,000 of first mortgage 30-year 5 
per cent gold bonds, $6,000,000 thereof to be sold at not less than 
92% per cent of par and accrued interest, and $3,943,000 thereof to 
be pledged as collateral security for short-term notes. 

The Seaboard Air Line has been authorized to issue $422,000 of 
first and consolidated mortgage gold bonds and to pledge them for 
short-term notes. 

The Minneapolis, Northfield & Southern has been authorized to 
issue $1,200,000 of first mortgage gold bonds and to sell them at not 
less than 95 per cent of par and accrued interest. 

The Hutchinson & Northern Railway Company has been author- 
ized. to issue $110,000 of capital stock, consisting of 1,100 shares of the 
par value of $100 each, to be delivered at not less than par to ap- 
plicant’s stockholders for advances made by them. 

The Inland Waterways Corporation has been authorized to acquire 
control, by purchase of capital stock, of the Warrior River Terminal 
Company. The latter company was organized in the interest of the 
government barge line agency in order to acquire a terminal rail 
line between Birmingport and Birmingham, Ala., to be operated in 
connection with the Warrior River barge line. 

The Southern Pacific Company and the New Mexico & Arizona 
have been authorized by the Commission to abandon approximately 
15 miles of railroad between Benson and Fairbank, Ariz. 

The Commission, by memorandum, has announced conditional 
approval of acquisition by the Pennsylvania Railroad Company of 
control of the Pennsylvania, Ohio & Detroit, by lease. 


The formal 

report will be issued shortly. 
By memorandum, the Commission has announced approval of 
acquisition of control of the Jackson & Eastern Railway Company 
by the Gulf, Mobile & Northern Railroad Company, by purchase of 


capital stock. 


GUARANTY CERTIFICATES 


The Commission has sent a corrected guaranty certificate 
to the secretary of the treasury in respect of the Northern 
Pacific and its subsidiaries. Totaled, they show the system 
lines indebted to the government in the sum of $1,268,480. 
Totaled, the system lines were entitled to $10,906,520, of which 
$10,679,758 was due the Northern Pacific itself. The system lines 
received a total, on account of advance payments, of $12,175,000, 
of which the Northern Pacific received $12,000,000. 

Under the terms of the act the Big Fork & International 
was entitled to $30,527 and received $25,000 on account; the 
Billings & Central Montana was entitled to $4,118 but it 
received nothing on account; the Minnesota & International was 
entitled to $192,117 and received $150,000 on account. 

In the same document the Commission certified that the 
Gilmore & Pittsburgh owed the government $1,427. 


REIMBURSEMENT CERTIFICATE 


The Commission has certified to the secretary of the 
treasury that the Cuyahoga Valley Railway Company is entitled 
to $57,866.86 under the terms of section 204, paragraphs (f) 
and (g). It has further certified that there is nothing due the 
President, as operator in the period of federal control, on ac 
count of traffic balances or other indebtedness. . 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


i ken from Reporters and ests of National Reporter 
(Digetem, published by West Puslishing Co., St Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Illinois.) On application for certificate 
of convenience and necessity to operate transportation facilities, 
what constitutes convenience and necessity is discretionary with 
Commerce Commission, and court may not substitute its judg- 
ment therefor where finding of commission has any substantial 
pasis in evidence. (Egyptian Transp. System, Inc., vs. Louisville 
& N. R. Co. et al, 152 N.-E. Rep. 510.) 

In proceeding by bus company to obtain certificate of 
convenience and necessity, finding of Commerce Commission 
in favor of applicant on question of necessity for additional 
service held not abuse of discretion under evidence, notwith- 
standing trains were operated from four to six times daily 
each way.—Ibid. 

Legislature has power to delegate its control over roadways 
of state to administrative boards.—Ibid. 

Railroads having right to passenger and freight business, 
put having no property right in hard roads of territory, held 
not entitled as of right to appear before department of public 
works and buildings to contest issuance of permit to use hard 
roads for bus line, in view of Road and Bridge Act, Sec. 12.—Ibid. 

In proceeding to secure certificate of convenience and 
necessity for bus line, commissioners of highways held not 
necessary parties, in view of Public Utilities Act, Sec. 65 (Smith- 
Hurd Rev. St. 1925, c. 11134, Sec. 69) and Road and Bridge 
Act, Sec. 50, par. 6 (Smith-Hurd Rev. St. 1925, ¢. 121, Sec. 
56.)—Ibid. 

Where department of public works and buildings merely 
consented to operation of bus line as common carrier along 
certain state bond issue routes, order of Commerce Commission 
granting certificate of convenience and necessity for trans- 
portation of persons and property held erroneous as to authority 
to transport property, especially where there was no evidence 
of necessity thereof.—lIbid. 

To authorize certificate of convenience and necessity where 
another carrier is already in field, it must appear that existing 
utility is not rendering adequate service.—Ibid. 

In proceeding to obtain certificate of convenience and 
necessity to operate bus line in territory served by railroads, 
refusal of Commerce Commission to permit railroads to show 
that they were willing to furnish transportation facilities re- 


quired for territory held erroneous, in view of Public Utilities 
Act, Sec. 51.—Ibid. 


Shipping Decisions 
! Cases Recently Decided by State and Federal Courts 
| (Digests taken from Reporters and Digests of National 


| System, published by West Publishing Co., St. Paul, Minn. 
, Copyright by West Publishing Co.) 


(Supreme Court, Trial Term, New York County.) Where 
seller delivered automobiles to carrier for foreign shipment, on 
dock receipt naming buyer as shipper and authorizing carrier 
to deliver bill of lading to buyer, held that, under Bills of 
Lading Act, Secs. 6, 9 (U. S. Comp. St., Secs. 8604cc, 8604e,) 
carrier was justified in delivering automobiles to buyer, though 
seller retained dock receipt, both by terms of dock receipt and 
because buyer was owner, under Personal Property Law, Sec. 
100, subd. 2, and sections 101, 226. (Chandler Motor Car Co. 
vs, United Fruit Co., 216 N. Y., Sup. 413.) 

Carrier’s failure to require surrender of order bill of lading, 
or straight bill of lading not marked “nonnegotiable,” does not 
make it liable for misdelivery, notwithstandng Penal Law, Sec. 
365, unless failure to take up bill is proximate cause of loss; 
loss being proximately caused thereby only if it would not have 
occurred, had carrier done so.—lIbid. 

Dock receipt is not a negotiable document of title, within 
Bills of Lading Act, Sec. 6 (U. S. Comp. St., Sec. 8604cc.)—Ibid. 

(Circuit Court of Appeals.) As to shipment from San 
Francisco to Cardiff, held it was deviation to proceed first to 
Hamburg, 750 miles beyond, notwithstanding liberty clause in 
bill of lading to touch at any ports in any rotation or order in 
or out of the customary route; this not being within the scope 
of the voyage. (United States Shipping Board Emergency Fleet 
Corporation vs. Rosenberg Bros. & Co. Same vs. California Wine 
Assn., Same vs. S. L. Jones & Co., 12 Fed Rep. (2nd) 721.) 
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Evidence held insufficient to establish custom, which would 
allow vessel from San Francisco to go to Hamburg before 
delivering shipment for Cardiff.—Ibid. 

Deviation ends contract between shippers and carrier, 
making them responsible for loss of goods.—Ibid. 

Contract between shippers and carrier being displaced by 
deviation, the Harter Act (Comp. St., Secs. 8029-8035,) in view 
of last part of scetion 3, affords no protection to carrier for 
consequences of deviation.—Ibid. 

Damages for loss of goods shipped is their market value 
at port of destination.—Ibid. 

Right of recovery of damages for loss of goods shipped is 
unaffected by shipper being insured and paid by insurer; insurer 
thereupon being subrogated to shipper’s rights.—Ibid. 

Fleet Corporation may not, on the the ground of its agency 
for the United States, be relieved of liability to shipper for 
loss of goods through deviation of vessel.—Ibid. 

The vessel having been lost in foreign country, Suits in 
Admiralty Act (Comp. St. Ann. Supp. 1923, Sec, 125144 et seq.) 
does not provide an exclusive remedy, preventing suit against 
Fleet Corporation for loss of goods shipped.—Ibid. 

Laches, if relied on as a defense to action for loss of 
goods shipped, should be pleaded.—lIbid. 

Admiralty will by analogy follow state statute of limita- 
tions.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) In action by 
importer of linen against navigation company for breach of 
contract of carriage, arising on defendant’s redilivery as bailee 
to plaintiff’s father, his agent, in Rotterdam, of goods which 
could not be shipped for want of permit, evidence held to show 
that relation of bailor and bailee existed at time of such 
redelivery, and insufficient to go to jury on question whether 
contract of carriage as to such shipment had been made in 
view of Harter Act (Comp. St., Secs. 8029-8035.) (Netherlands 
American Steam Nav. Co. vs. Wagner, 12 Fed. Rep. (2nd) 640.) 

Mere conversation or negotiation, without mutual intent to 
contract, does not produce a contract.—Ibid. 

Objection must be taken to a contract which may be un- 
enforceable for lack of mutuality before it has been performed 
—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter i 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Saale 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Iowa.) In action against carrier for 
shortage in shipments of coal, court did not err in refusing to 
credit shortage to “scale tolerance,’ a nominal variation as be- 
tween different scales, since such scale tolerance would tend to 
distribute itself equally between shortage and surplus, and 
should not uniformly work a shortage. (Smith vs. Louisville & 
N. R. R. Co., 209 N. W. Rep. 465.) 


Carrier sued for shortage in shipment of coal has burden of 
pleading and proving defense that shortage was caused by nat- 
ural evaporation.—Ibid. 


Whether carried sue for shortage in shipment of coal proved 
that shortage was due to a natural evaporation was question for 
trial court in first instance, whose finding of fact can be inter- 
fered with by appellate court only if evidence is conclusive on 
the question. Ibid. 


Evidence held not to support carrier’s defense that shortage 
of coal shipments was due to evaporation.—Ibid. 

In action for shortage in coal shipments, evidence that 
delivering carrier accepted from consignee bill of lading issued 
by initial carrier was sufficient prima facie proof to warrant 
its offer in evidence, and it was properly admitted, in view of 
statement of carrier’s general claim agent returning original 
bill of lading to consignee.—Ibid. 

Ordinarily, measure of damage for shipment lost in transit 
is r value at destination rather than at point of shipment. 

Inaction for shortage in shipment of coal, shipper held 
properly permitted to base measure of damages on value of 
coal at point of shipment rather than point of destination, 
especially where shipper testified that value at point of destina- 
tion was same as at point of shipment, plus transportation.— 
Ibid. ; 

Shipper suing for shortage in shipments of coal, who had 
been engaged in business of coal dealer in Des Moines for 18 
years, held competent witness to testify as to market value of 
coal in Kentucky, the point of shipment of the coal; “market 
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RAVERSING a territory which includes not only the center of popula- 
: tion of the American continent but also much of the agricultural and indus- 
trial developments of the Mississippi Valley, the C&EI Railway is the 


natural “connecting link” for shipments to and from the North, South, East 
and West. 


Expediting Freight Traffic 


Within the past year hundreds of letters have been received from 
shippers complimenting the road upon its unusual ability to facilitate ship- 


ments and the courteous, efficient and experienced treatment accorded patrons 
by its employes. 





No sooner is a car received from a connecting line until it is on its 
way over the C&EI to its destination. Constantly, improvements are being 
made along the road including the recent building of new platforms for the 
handling of small shipments at some points, the installing of special machinery 
for moving heavy freight at others; the construction of new roundhouse facili- 
ties at Evansville, Ind.; new team tracks under way at 26th and Canal Sts., 
Chicago; increased freight house and team track facilities at East St. Louis, IIl., 
and the purchase of 500 new freight cars. 


The C&EI “Service Route” 


The accompanying map gives some idea of the directness of the route 
of the C&EI Railway and of its logical connections with other roads lead- 
ing to all corners of America. 


Representatives of the C&EI traffic department are located in many of 


the chief centers of population and ready to give advice and service to shippers 
and receivers. 

















‘*The Service Railroad of America’’ 


Our nearest representative will be glad to furnish any 
information desired 


Nag MN August 7, 1926 THE TRAFFIC WORLD 
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value” of an article of trade being the price at which it can 
be bought and sold in the ordinary course of trade.—Ibid. 
Telegraphs and Telephones 

(Court of Civil Appeals of Texas, Fort Worth.) Requested 
instruction that jury must find that plaintiff suffered intense 
pain and suffering of mind and body as a direct result of 
telegraph company’s failure to deliver message announcing 
serious illness within reasonable time held incorrect as requiring 
a suffering of the body, bodily injury not being essential to 
right of recovery. (Western Union Telegraph Co. vs. Coleman, 
284 S. W. Rep. 279.) 

In action against telegraph company for mental anguish 
for failure to deliver telegram promptly, instructed defining 
“mental anguish,” though incorrect in requiring bodily suffering, 
held sufficient to call court’s attention to subject requiring him 
to give an explanation thereof, “mental anguish” being defined 
as a high degree of mental suffering and not mere disappoint- 
ment or regret (citing Words and Phrases, Second Series, 
Mental Anguish.)—Ibid. 

To authorize imposition of damages for mental anguish 
arising from negligent failure to deliver telegram, there must 
have been some keen and poignant suffering of mind, exclusive 
of mere disappointment, worry, anger, or mental disturbance 
which in ordinary and natural sequence of events results from 
negligence charged.—Ibid. 

In action against telegraph company for mental anguish, 
for failure to deliver telegram promptly, court: erred in not 
instructing jury as to necessary character of grief or mental 
pain authorizing an award for mental anguish, and that mental 
anguish found must be such as resulted in natural and orderly 
sequence from negligence found.—lIbid. 

A “proximate cause” is that which, in natural and con- 
tinuous sequence, unbroken by any new, independent cause, 
produced event complained of, and without which event could 
not have occurred.—Ibid. 


Carriage of Live Stock 


(Supreme Court of Kansas.) In case of negligent delay 
by a carrier in delivering live stock transported to the Kansas 
City market, market conditions and practices govern, rather 
than rule hours for opening and closing the market, and delivery, 
in fact too late for the market of the day of arrival, is 
equivalent to delivery for the next day’s market. (Kirby vs. 
Missouri, K. & T. R. Co., 246 Pac. Rep. 1005.) 

An interstate live stock shipping contract provided for 
written notice to carrier of visible injury to stock before removal 
from carrier’s possession or mingling with other stock. Held, 
presence of a representative of carrier at the unloading will 
not obviate compliance with the contract.—Ibid. 

The proceedings considered, and held, certain trial errors 
affecting amount of recovery were cured by verdict for proper 
items of damages duly proved.—lIbid. ; 

(Springfield Court of Appeals, Missouri.) Delivery by 
carrier may be shown in variety of ways, and may be either 
actual or symbolical, depending on character of property and 
facts in particular case. (Carr vs, St. Louis-San Francisco Ry. 
Co., 284 S. W. Rep 184.) 

Where live stock is shipped to commission company, there 
must be “actual delivery” by carrier to complete contract of 
carriage, which means it must put shipment in actual physical 
possessigqn and control of consignee, or in place where he has 
access to it, with no one to interfere with, or prevent, such 
control.—Ibid. 

Whether delivery of shipment of hogs by carrier to com- 
mission company was made by placing them in unloading chute, 
controlled by stockyards company or was not made till they 
ay placed in pens controlled by consignee, held for jury.— 

Established custom should be considered in determining 
what is delivery by carrier.—lIbid. 

Allegations of petition against carrier, charging that 
defendant failed to deliver part of shipment of hogs, held not 
sustained by proof that plaintiff’s shipment had become inter- 
a oe stockyards with smaller shipment, which was sold 
as his.—lIbid. 


Delay in Transportation or Delivery 


(Court of Appeals of Ohio, Hamilton County.) If trial 
court deemed verdict of jury contrary to the evidence, proper 
action was to set verdict aside, and court was without power 
to arbitrarily increase amount of verdict without consent of 
party prejudiced. (American Ry. Express Co. vs. Bender et al., 
152 N. E. Rep. 197.) 

In an action against express company for delay in ship- 
ment of beans, jury had right to consider all testimony with 
respect to damages, and believe such parts as they saw fit 
and make their deductions therefrom.—Ibid. 

Evidence as to damage from delay in shipment of beans 


held sufficiently at variance to make it a jury question and 
not one of law.—lIbid. : 
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RAILROAD INTEREST RATE BILL 


In a review of the status of the bill, S. 2929, to reduce 
the rate of interest the railroads are paying the sovernment 
from 6 to not less than 4% per cent, J. D. Shatford, chairmay 
of the executive committee of the Railroad Owners’ Associa. 
tion, praises the speech made by Senator Gooding of Idaho 
July 2, by saying that the Idaho senator is the type of map 
needed in legislative halls. Senator Gooding, in that speech 
said he was opposed to the government being a profiteer jp 
anything; that it was profiteering in the matter of interest ; 
was charging on loans made by it to the railroads because the 
railroads had to borrow on account of the condition in which 
the government left them after it had operated them for war 
purposes. In addition he quoted Senator Gooding as giving him 
a message to the stockholders of the Chicago, Milwaukee & §¢, 
Paul, as follows: 

Please tell the stockholders of the Chicago, Milwaukee & §¢, 
Paul, and the other roads interested (in the interest reduction 
bill) to hang on. I will be back in December and we will pass 
the bill early in the session. 

Advocating the passage of the reduction Dill, Senator 
Gooding said he was opposed to government profiteering and 
he cared not whether its profiteering affected the farmers or 
the railroads. To him, he said, they all looked alike and he 
hoped the time would never come when he could not legislate 
with an open mind just as fairly and just as honestly with 
regard to the railroads as he did with regard to the farmer. 
He said he had just made a fight for a bill appropriating 
$150,000,000 for the farmers and that if that farm relief bill 
had passed the farmers would have obtained money from the 
government at 4 per cent, while the interest reduction bill 
would have authorized a charge of 4%4 per cent and a thirty- 
year moratorium for the benefit of railroads owing the gov- 
ernment $301,000,000 and paying 6 per cent. 

Senator Gooding said he hoped the time would come when 
the government would furnish money for the retirement of 
railroad indebtedness, something like $14,000,000,000, at cost 
to it. Such a furnishing of money for that purpose, he said, 
would mean a saving of $300,000,000 in freight rates annually. 

“I a proposing to do for the railroads only what I tried to 
do for the farmer—that is all and nothing more, and I hope 
I shall always have that spirit of fairness toward the railroads,” 
said the Idaho senator. 

Arguing for the passage of the bill, Mr. Shatford called 
attention to the fact that when President Wilson took over 
the railroads he promised to return them in as good condition 
as they were when taken. Yet, he pointed out, on account of 
the failure of the government to advance rates in the same 
proportion as it advanced the labor cost of operating the rail- 
roads, when the railroads were returned to their owners the dis- 
proportion in income and outgo was so great that the oper- 
ating ratio of the Northern Pacific, 60.41 when it was taken over, 
was 89.30 when it was returned; the Great Northern, 66.92 
when taken over was 91.23 when returned; the Chicago & 
North Western, 72.55 when taken over was 94.21 when re- 
turned; Chicago, Milwaukee & St. Paul when taken over was 
74.90 and 97.94 when returned; New York, New Haven & Hart- 
ford when taken over-was 72.24 and 102.29 when returned; and 
Boston & Maine was 79.33 when taken over and 105 when re- 
turned. Continuing along that line, Mr. Shatford said: 

The government took over our properties, all having a good 
earning power when taken, but returned them to us with prac- 
tically no earning power by virtue of its own improper conduct 
of their affairs, and compelling, in addition, the payment to it of 
this enormous profit on the money that it, itself, had expended 
and advanced. It would seem that too great punishment had 
been inflicted upon us by the destruction of the earning power 
of our properties without inflicting further, by demanding from 
us a profit on the money they expended and loaned to us. In 
order to show what would have been the result of the operation 
of the roads, and the relation of the government’s debts to such 
a position, if the roads had been returned with the same operating 
ratio as when they were taken over, and which was promised by 
Mr. Wilson in his proclamation above referred to, I will quote but 


three examples, as of September, 1925, these three being the 
largest debtors to the government: 


1. The New York, New Haven & Hartford would owe the 
government but 27,042,265 as against $91,230,000 claimed. 

2. The Chicago, Milwaukee & St. Paul would have been en- 
abled to pay its debts of $55,000,000, and would, in addition 
thereto, have in its treasury $27,057,990. 

. The Boston Maine would now owe but $12,434,707 in- 
stead of $48,685,479 as claimed by the government. 

This demonstrates that if the promise of President Wilson 
had been kept and the roads been returned to their owners with 
the same earning capacity as when taken over, the New Haven 
would have been better off by $64,187,735; the St. Paul by $82,057,- 
990; and the Boston & Maine by $36,250,772.00. Upon this show- 
ing it seems too ‘plain for argument that the government should 
at least not force its debtors to pay as interest on a debt thus 
imposed, a greater rate than charged the foreign nations in 
reaching a settlement. It certainly cannot, under any ethical 
standard, continue to ask a profit from an indebtedness which it 
should never have compelled the railroads to incur. 

It_ was shown by the recent settlement of the Belgian debt 
that President Wilson made a certain promise to that country, 
and our government in settlement recognized it. Is it not fair 
that the promise quoted above affecting our own citizens should 


be respected in the same measure as the promise made to a for- 
eign nation? 
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THE TRAFFIC WORLD 


Industrial ‘Traffic Administration 


Seventeenth of a Series of Thirty-Six Articles on This Subject Written for the Traffic World, by 


G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Relations of the Shipping Room With Other Departments 


The organization of the shipping department, or bureau, the 
packing, marking, and shipping of freight, and the preparation 
of goods for movement over rail, water, and express lines have 
been discussed in previous articles of this series. In this article 
it remains for us to discuss the relationship of the work of the 
shipping organization in connection with the work of other de- 
partments of the organization. 

Outbound shipments from an industry represent the final 
step in the joint work of a number of departments which are 
responsible for the production and distribution of the goods. 


NOTICE OF SHIPMENT 
(Do not destroy this notice—preserve for reference.) 
Completel.,. an 
Report of) Partial j Shipment of Order No File No.... 
Ordered by 
Address 





Shipped to 
RODE. és daikon se cated hp sds Ren esi sviug this vine patamavawes te 
Collect Rs 
Paid In Car 


Quantity Description 





Customer’s Order No 


SPECIALTY MANUFACTURING CO., 
Kansas City, Missouri. 
Please make necessary notations of the above on all your 
records. Bill of lading with invoice attached will be mailed 
promptly. Before using any of this material please check care- 
fully with packing slip. Mention BOX NUMBER in any claims. 
(Form No. 1.) 


The production department, or works department, the sales 
department, and the order and stores department are interested 
in the completion of the shipment, as the clearing of the goods 
represents the last step in their individual and joint efforts. 

The accounting and financial departments must know that 
the shipments have been made and require full details as to 
quantity, quality, consignee, freight charges, date of movement, 
and other details so that the consignee-customer may have an 
invoice for the goods. Arrangements to bill the customer in 
any one of a number of ways may then be made. 

If the goods are shipped upon order notify bills of lading, 
the original copies of the bill must be obtained from the ship- 
ping department so the invoices may be prepared, drafts drawn 
on the buyer, and arrangements made to transmit the endorsed 
bills of lading, invoices, and drafts through the banks, so that 
the buyer or his assignee may lift the bill of lading at the 
bank by paying the draft so that he may obtain delivery of the 
freight. Terms must be arranged for goods sold on open 
account, trade acceptance, or other commercial bases by the 
departments engaged in this sort of work. ’ 

In order to meet the requirements of the various depart- 
ments of the industry, arrangements are made by the industrial 
traffic department to transmit the necessary data to the respec- 
tive departments on the forwarding of each outbound shipment. 
After the goods are properly packed and marked, and the exe- 
cuted bills of lading or express receipts have been returned to 
the shipper or the clerk in the shipping office detailed to this 
work, a shipping report is prepared and a number of copies of 
the notice of shipment are prepared by the designated employee 
of the shipping room. Copies are forwarded to the heads of the 
various departments of the industry. There is considerable 
variation in the practice in different industries with respect to 
the departments that are notified, due to differences in the 
humber of functions of the departments in different organiza- 
tions. 

A typical procedure by the traffic department of a factory 
selected for the efficiency of its shipping organization is to send 
a copy of the notice of shipment, containing a detailed descrip- 
tion of the items of goods shipped,-to the consignee. A copy 
of the railroad bill of lading, steamship bill, express or motor 
freight receipt is attached to the copy ofthe notice of shipment 
and sent to the consignee of the goods. 


Mer | 


The shipping notice contains the following data concerning 


the shipment: 


1. Whether it is a complete or partial shipment. 

2. Consignee’s or buyer’s order number and date of order. 

3. Seller’s order number and date. 

4. Name and address of the buyer ordering the goods. 

5. Consignee’s name and address. 

6. Full route. 

7. Freight charges and notation. whether paid or to be collected. 
8. Number of packages of freight or loose pieces, together with 


marks and numbers. 
2: 


Quantity, description and prices of goods. 
10. Weight of shipment. 
11. Car number, or waybill or pro reference number. 
12. Date of shipment. 
13. Special data not included in the above. 


A copy of the shipping notice and copy of the bill of lading 


or receipt of the carrier are filed by the traffic department 
after being checked against the order to ship the goods. The 
reports of shipment are numbered serially and are filed in that 
order by dates in the shipping files. A copy of a typical report 


of shipment is shown in Form No. 1. 

The shipping department of this same industry also pre- 
pares copies of a report of shipment for the order department 
to complete the records of this department. See Form No. 2. 

Copies of the notice of shipment are forwarded by the 
traffic department to the following departments of the industry: 


1. A copy to the production department. 

2. A copy to the sales department. 

3. A copy to the general file of the company where copies of all 
papers pertaining to all of the steps taken in the completion of each 
transaction are consolidated. The progress. of business through all 
departments of the plant is. recorded in this general file. 


Variations of this system of recording shipments and notify- 
ing interested parties are to be found in almost endless varia- 


SHIPPING REPORT 


Report of | oe, [shipment of Order No 


Ordered by 
Address 
Shipped to 
Address 
af In Car 
Loose Pieces 




















(Form No. 2.) 





tions. The system described is successfully used by a large 
shipper of carload and less than carload freight. It is simple 
and yet contains a complete record of the shipping of every 
piece of freight so that reference can be had at any time in case 
data is necessary to support claim or complaint. 


The Constructive Side of Shipping 


The shipping department of the industry is able to per- 
form certain constructive functions of great importance to the 
industry. These services result in actual savings of money and 
in the improvement of the standards of service given the cus- 
tomers. : 

In the first place, the shipping department is able to effect 
considerable reductions in freight charges. These economies 
have been mentioned previously, but there are certain definite 
steps that can be taken to reduce the cost of transportation: 


1. The weight of the containers used to ship the goods may 
be reduced by reducing the thickness of the materials used to con- 
struct the boxes, barrels, crates or other receptacles. 

Lighter pulp, or fibre-board, containers may be used to ad- 
vantage in many types of containers provided they meet the tests 
of strength provided by the rules of classification. 
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3. Reductions in weight of containers may be made, in some 
cases, by changes in design or construction of the container. 

4. Lighter but equally effective materials may be used for 
interior packing, thus reducing the gross weights of containers, in- 
side packing and goods on which freight charges are paid. 

. Goods shipped in individual boxes and a number of boxes 
enclosed in larger containers may be shipped in a way that is 
acceptable to the trade by shipping the goods loose, properly protected 
in larger shipping containers without using individual packages. 

6. Collapsible containers may be substituted for set-up types so 
that the amount of space required for the storage of empty con- 
tainers awaiting use may be materially reduced. 

The costs of assembling goods in the shipping room may be 
reduced through the establishment of orderly methods of bringing 
goods from stock to the shipping floor. 

8. Packers may be enabled to pack goods at lower costs per 
unit of goods if the goods, packing materials, and containers are 
placed conveniently for the workmen. 

Economies are possible through the use of stencils, marking 
machines, and other devices to mark the goods more rapidly and 
with less confusion. 

10. A division of the tasks among the employes of the shipping 
department so that men are assigned to definite tasks for which 
they are best fitted by inclination and training, results in great 
efficiency. Specialists in packing, marking, weighing, and other jobs 
are much to be preferred over ‘‘jacks of all trades and masters of 
none.” Specialists may be developed only by assigning the work and 
responsibility to selected men. 

11. The loading of cars of freight can be improved so that more 
goods may be loaded into each car. This can be done with goods 
in containers through improving the design and construction of the 
containers so that more can be loaded in a standard railroad car. 
Carload commodity rates are sometimes made with comparatively 
high carload minimum weights. It sometimes requires great ingenuity 
to load the cars with sufficient weight. A careful study of methods 
of packing and arranging the goods in cars is a fruitful source of 
shipping economies. 

12. Similar economies are possible in connection with goods 
shipped loose in cars through a study of the fitting of the loose pieces 
in such way that a greater number of units may be loaded into each 
ear. The extensive research of automobile manufacturers and the 
makers of bodies and parts in the science of loading has resulted in 
great economies in this direction. 

13. The more efficient blocking and bracing of freight in cars is 
an item of saving that must not be overlooked in seeking ways to 
reduce freight charges through improvements in shipping. Rule 30, 
of the Consolidated Freight Classification, provides that temporary 
blocking, bracing, and similar dunnage must be furnished by the 
shipper and installed at his expense. An allowance is made in freight 
charges equal to the actual weight but not over 500 pounds a car 
is usually made for dunnage of shipments in open top cars, If the 
weight of the dunnage is over 500 pounds, the excess is charged at 
the rate applicable to the contents of the cars. ‘Considerable re- 
ductions are possible if the goods are stowed in the cars in such a 
way that the amount of dunnage is reduced or eliminated. The sav- 
ing is not only in freight rates but also in the savings in the cost 
of materials used for dunnage and in the cost of the labor necessary 
to install it. 

14. Reductions in rates may sometimes be obtained by devising 
ways and methods of shipping goods “knocked-down” rather than 
“set-up,” so that the space required to contain the goods may be 
materially reduced. All transportation carriers are selling trans- 
portation space to shippers. The rates must be made on higher bases 
if the space required to transport a hundred pounds of one kind of 
goods is greater than the space required by another, if all other rate 
considerations are the samé. Consequently reductions are often pos- 
sible through reducing the cubic displacement of shipments. Dif- 
ferent class ratings are frequently given to the same article depending 
on whether the goods are shipped “set-up” or ‘‘knocked-down.” 

15. Economies of the same sort are possible if articles that 
cannot be “knocked-down” are shipped ‘“‘nested,’’ one within an- 
other, so that the space required is similarly reduced. 

16. Pilferage can be effectively reduced by cleating or strapping 
boxes containing goods especially susceptible to theft. 

17. Goods may be protected from damage by re-enforcing the 
containers and improving the interior packing. 

18. The risk of loss may be reduced by improved marking de- 
vices, erasing of marks used in previous shipments if containers are 
cepees. and the use if identifying marks outside and within the con- 
tainers. 

19. Overcharge claims may be reduced to a minimum if the full 
routes and correct rates are specified in detail on the bills of lading. 
It is much better to prevent overcharges than to collect the amounts 
erroneously collected through claim channels. The cost of discover- 
ing overcharges, preparing overcharge claims with the correspondence 
and delay which is often necessary, often equals or exceeds the 
amount collected. Especially is this true in the case of overcharge 
claims for small amounts. 

20. The careful preparation of railroad bills of lading, steamship 
bills, motor freight receipts and express receipts results in savings 
in charges, time in transit, and in costs of preparation of the papers 
themselves. Legible shipping papers, properly prepared and recorded, 
prevent the loss of the goods because of mistakes in consignment and 
are of assistance as supporting documents if claims must be filed 
for non-delivery of the goods. 

21. The proper arrangement of the floor and platform space so 
that the packing, marking, weighing, and loading of freight to cars, 
motor vehicles, and teams can proceed in logical order through the 
be hee steps without confusion or cross routing is another source 
of saving. 


These suggested economies, while not complete, by any 
means, indicate the range of the opportunities of the shipping 
department to function so as to add to the efficiency of trans- 
portation. 

The co-operation of shippers, carriers, container manufac- 
turers, and governmental bureaus has resulted in considerable 
reductions in loss and damage claims resulting from improper 
shipping. All these parties to the transportation problem have 
been striving to reduce claims through improved standards of 
shipping and transportation service. 


A bulletin issued by the Buffalo, Rochester and Pittsburgh 
Railway enumerates, for the benefit of its patrons, certain con- 





z ee Freight Classification No. 4, Rule 30, Sections 1 
n ‘ 
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structive suggestions in preparing goods for shipment and Offers 
to shippers the services of its freight traffic representatives 


to assist in solving shippers’ problems. The bulletin States 
further: 


We are facing an era of economy. Our problems will be 


economic production and transportation, and we feel it our duty 2 
striving for an economic and efficient transportation system to offer 


our patrons such thoughts and devices pertaining to the transporta. 
tion of freight which have proved to be of economic service worth 
to the shipper. * * * 

Many factories can effect economies by more careful study of 
their shipping costs, and we ask such shippers to invite the aid of 
our traffic men. Our represéntatives may not know how to rectify 
your container problems, but such is their idea of service to our cus- 
tomers that they will take a genuine interest in your individua| 
problems and they will furnish you with instructive printed matter 
and suggest the names of associations and laboratories which are 
making an exhaustive study of reducing shipping costs by proper 
packing and adequate containers.? 


This offer is typical of the attitude of railroad, steamship, 
express, and motor carriers in seeking to improve the standards 
and reduce the costs of transportation service. It is the eyj- 
dences of this spirit of co-operation that lead many, including 
the writer, to believe that great progress will be made in the 
art of transportation if the spirit continues. 





*B. R. & P. Ry. Bulletin, Vol. 3, No. 25. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended July 24 totaled 
1,085,450 cars, as compared with 1,083,626 cars in the pre. 
ceding week, and 1,033,519 and 926,309 cars in the correspond. 
ing periods of 1925 and 1924, respectively, according to the 
car service division of the American Railway ‘Association 
With the exception of slight decreases in the loading of ore, 
merchandise, L. C. L., and miscellaneous freight, increases 
were reported in the loading of the varoius classes of com- 
modities as compared with the preceding week. 

Loading by districts the week ended July 24 and for the 
corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 9,967 and 10,097: liv 
stock, 2,254 and 2,294; coal, 47,293 and 46,995; coke, 2,703 ent BE 
ag | lg} an | 5,671; 6,582 and 4,077; merchandise, 
LC tee an 4 ; miscellaneous, 104,065 and 100, : 

1926, 250,353; 1925, 241,674; 1924, 217,650. ee ne 

Allegheny district: Grain and grain products, 4,052 and 4,009; live 
stock, 2,148 and 1,963; coal, 46,593 and 45,782; coke, 5,273 and 4,278; 
forest products, 3,477 and 3,342; ore, 14,365 and 13,149; merchandise, 
L. C. L., 53,784 and 52,376; miscellaneous, 86,631 and 84,862; total, 
1926, 216,323; 1925, 209,761; 1924, 187,708. 

Pocahontas district: Grain and grain products, 432 and 286; live 
stock, 177 and 198; coal, 44,777 and 40,757; coke, 547 and 412; forest 
pig) ioe one LO ee —.. | — cau merchandise, L. C. L., 
i an ' ; miscellaneous, 5, an ,621; total, , 60, : 5, 
sb,tt6% ioe, itg8o. z 1926, 60,790; 1925 

outhern strict: rain and grain products, 5,127 and 4,554; 
live stock, 1,963 and 1,863; coal, 24,809 and 22,919; coke, 715 and 
744; forest products, 22,992 and 23,292; ore, 1,396 and 1,266; mer- 
chandise, L. C. L., 40,258 and 40,129; miscellaneous, 53,111 and 49,361; 
total, 1926, 150,371; 1925, 144,128; 1924, 127,681. 

Northwestern district: Grain and grain products, 8,216 and 9,441; 
live stock, 8,921 and 6,640; coal, 4,793 and 6,208; coke, 1,648 and 1,019; 
forest products, 16,024 and 15,826; ore, 48,441 and 43,104; merchandise, 
L. C. L., 34,106 and 33,417; miscellaneous, 44,790 and 42,183; total, 
1926, 166,939; 1925, 157,838; 1924, 138,964. 

Central Western district: Grain and grain products, 25,474 and 
15,231; live stock, 9,637 and 10,076; coal, 12,938 and 12,554; coke, 320 
and 257; forest products, 12,239 and 11,489; ore, 3,577 and 4,078; mer- 
chandise, L. C. L., 34,722 and 34,334; miscellaneous, 62,706 and 58,- 
875; total, 1926, 161,073; 1925, 146,894; 1924, 147,415. 

Southwestern district: Grain and grain products, 9,499 and 5,428; 
live stock, 2,720 and 3,464; coal, 4,595 and 3,901; coke, 149 and 163; 
a ig ape Me Pac Ei ore, = and 700; merchandise, L. 

~ wk $ an ,520; miscellaneous, 35,131 and 38,301; total, 1926, 
79,601; 1925, 78,048; 1924, 65,052. — 

_ Total, all roads: Grain and grain products, 62,767 and 49,046; 
live stock, 27,820 and 26,498; coal, 185,258 and 179,116; coke, 11,355 
and 9,153; forest products, 71,531 and 71,002; ore, 75,184 and 66,486; 
merchandise, GL. C. L., 259,320 and 253,926; miscellaneous, 392,215 and 
378,292; total, 1926, 1,085,450; 1925, 1,033,519; 1924, 926,309. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1926 1925 1924 

Five weeks in January......... 4,432,010 4,456,949 4,294,270 
Four weeks in February........ 3,676,449 3,623,047 3,631,819 
Four weeks in March........... 3,877,139 3.702.413 3,661,922 
BOUP WGGKS If ADT... 6.65:00 5:65: 3,795,837 3,726,830 3,498,230 
Five weeks in May..........ccee 5,142,879 4,853,379 4,473,729 
Pour weeks in June... ...ccccccce 4,112,150 3,965,872 3,625,182 
Week ended July 3rd............ 1,072,624 866,199 757,904 
Week ended July 10............ 900,977 986,893 909,983 
Weer ended July 17.........c0c8 1,083,626 1,012,854 930,713 
Week ended July 24............. 1,085,450 1,033,519 926,309 

ee ee eee inert ese 29,179,141 28,227,955 26,710,061 





BOARD OF MEDIATION 


The members of the Board of Mediation will meet August 9 
in New York City with representatives of the eastern railroads 
and of the railroad conductors and trainmen, whose demands 
for wage increases will be taken up by the board in an effort 
to effect a settlement between the roads and the employes. 
This will be the first dispute to be taken up by the board since 
it was organized under the railway labor act. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





MOTOR VEHICLE REGULATION 


Editor The Traffic World: } 

In your editorial on the subject of Motor Vehicle Regu- 
lation in the Traffic World of July 31, you express the opinion 
that contract and private motor vehicle carriers doing business 
in competition with the railroads and with motor vehicle 
common carriers, should be brought under the same sort of 
regulation that may be applied to the common carrier motor 
yehicle, and that anything else would be discrimination. 

As a nation, we have become rather crazy on the subject 
of regulation, until we are almost regulated to death. 

We seem to forget that the highways are public highways, 
and that they have been used since early times very much 
as they are being used today. The stage coach of pioneer 
days used the public highways, carrying passengers for hire, 
and no one thought of requiring them to furnish a certificate 
of convenience and necessity, nor to pay a special tax. The 
private concern has from time immemorial used the public 
highways for hauling its goods to market, and no one assumed 
the right to dictate to what extent it should use the public 





WHEN you need the services of a LaSalle graduate of Traffic 
Management, let me know. I will prove my worth. Address C. K. L., 
care Traffic World, Chicago, IIl. 





POSITION WAN'TED—Young man, now agent of large steamship 
line, with several years’ experience in handling rates, claims, and 
traffic matters, also familiar with I. C. C. law and procedure, de- 
sires to locate with good industrial firm. Best of references. Ad- 
dress O. B. B. 951, care Traffic World, Chicago, Ill. 





POSITION WANTED—As traffic manager or subordinate, thor- 
oughly versed in traffic and transportation matters, application tariffs 
all territories, claims, etc.; commission practice; 13 years railway 
agent, last seven years heavy junction point; practical experience 
coupled with LaSalle Traffic course; salary minor item, firm major 
item. Right man for right firm, Wisconsin preferred. Address 
“F. W. H.,”’ care Traffic World, Chicago, II. 








FOR SALE—A very complete set of Railroad tariffs with 40 sep- 


arate filing cases available for any large Manufacturer’s Traffic De- 
partment or for Public Freight Bureau. Selling price, $750. Trans- 
portation Information, Inc., Fisk Bldg., New York City. 


NEW ORLEANS, LA. 


STORAGE 
EFFICIENT MERCHANDISE DISTRIBUTION 


THE COMMERCIAL WAREHOUSES 
201 IBERVILLE ST. 


We Bind The Trattic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street 
ALBANY, WY. 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Ce., Inc. 













highway for that purpose. It was obliged to use horse drawn 
vehicles for such service, and its radius of operations was 
naturally restricted. 

We are living in a new era, and motor transportation 
has, to a great degree, displaced the horse drawn vehicle, with 
the horizon of the private concern’s operations greatly extended. 

At what point and for what reason has it suddenly been 
found that the contract or private motor vehicle, engaged solely 
in the service of one person or firm, has no longer the right 
of unrestricted use of the public highway? If it be just, 
right and proper to place the contract or privately owned and 
operated motor vehicle under state and federal regulation when 
carrying freight, then why not also the privately owned auto- 
mobile in which literally millions of business men drive to 
work, and would otherwise be compelled to use the service 
of steam or electric railways in going to and from their work, 
under state and federal regulation? 

Your editorial is also supported by H. E. Warburton, 


iciila.\ctom) Vy _I™ ™ I: > aD) 


| \Waver iat nal atta white 

| ar c. | area towns where 

| Decatur, ILuiNots 

WAREHOUSES ' delivers LCL freight 
— ext 


at | cost than either 
DECATUR, ILLINOIS 


CricAGo or St. Louis 


DISTRIBUTION 4~° WAREHOUSING 


DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 





Merchandise Storage and Pool Car 
aivgianuesscy* Distribution ~,s"? 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


STORAGE AND DISTRIBUTION 
FREE MERCHANDISE BONDED 


Serving many large National Distributors 474 Everett St., or 
Write or wire us for information and rates 13th and Everett Sts. 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 . 300 Block, North Front St. 
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D. F. A, B. & O. R. R., at Dayton, Ohio, as per page 272 
of The Traffic World of July 31, who has discovered that the 
cost of operating the privately owned truck is added to the 
cost of the goods delivered. It needs no investigation to prove 
this. It is a self-evident truth. 

Let’s be consistent. Someone has said that “Consistency 
is a jewel.” May it not be said that it is a “gem of purest 
ray serene?” The railroad has a field of activity, but it has 
no inherent right to traffic or transportation. It seeks a mo- 
nopoly, but it has no right to monopolize the transportation 
of this country. It may be proper and desirable to regulate 
motor vehicles actually engaged as common‘ carriers, and com- 
pel payment of a license or tax, which should be devoted 
exclusively to the building and upkeep of highways, but the 
question should be approached with great care, and the public 
interest should be kept in the foreground, unbeclouded by the 
selfish interests of some other kind of transportation, whether 
it be steam railroads, airplanes or some other form of trans- 
portation. Those who get im the way of progress and develop- 
ment will pay the penalty that always attends such cases. 

The railroads are here to stay. They have a brighter and 
a bigger future before them. Customs change, and there will 
be inevitable changes in the functions of the railroads. The 
motor vehicle is here to stay, and will play a prominent part 
in the future development of our national and individual life. 
There is room for both. 


R. G. Kreitler, 
Traffic Manager, Congoleum-Nairn, Inc. 
Philadelphia, Pa., Aug. 3, 1926. 


CONTROL OF WATER RATES 
Editor The Traffic World: 

From time to time you have published editorials on the 
question of regulation or control of water rates and the Open 
Forum has contained letters without number touching on this. 
Have you ever stopped to consider what is behind it? Do you 
realize the majority of the proponents of regulation are of the 
belief that regulation will eventually result in increasing the 
water rates to a figure comparable with the now considerably 
higher rail rates. The call for regulation seems to come almost 
entirely from those not so situated geographically as to be in 
position to use all-water routes. .~ 

I am unalterably opposed to any regulation which seeks to 
increase these rates or which seeks to make such rates on some 
fixed relationship with the competitive all-rail rate. I do, how- 
ever, believe in control or regulation which has as its object 
the stabilization of water rates, providing the measure of the 
rate will continue to be the cost of the service performed and 
not some arbitrary relationship to the all-rail rate. 

It has seemed to me that a majority of the discussion on 
water rates has seemed to center on rates via the Panama 
Canal between the Atlantic and Pacific coast ports of the United 
States. There does not seem to be considerable call for regula- 
tion of water rates on the Great Lakes, on our various rivers, 
and along the Atlantic and Gulf of Mexico coasts, although 
there is probably a great deal more freight moving in these 
waters than moves through the Panama Canal, and this traffic 
was moving many years before the United States ever thought 
of completing the Panama Canal. 

In one of your recent editorials you stressed the public 
investment in the Panama Canal, and you appeared to be trying 
to leave the impression that the low water rates between the 
Atlantic and Pacific coasts were possible only by reason of it. 
In doing so were you not disregarding, or at least minimizing, 
the water service of the American Hawaiian S. S. Co. via the 
Isthmus of Tehuantepec and that of the Panama Railroad Steam- 
ship Line in connection with the Panama Railroad? I will 
freely confess that the Panama Canal has reduced the cost of 
handling traffic to some extent, but it has not reduced it to the 
extent some of the proponents of regulation would like to have 
us believe. Before the canal was opened we had rates as low 
or lower than those in effect today, and about all the canal has 
accomplished, if it is entitled to all of the credit for it, has 
been to offset increases in cost of handling due to increases in 
cost of labor, fuel, supplies, etc. At the present time the 
transcontinental all-rail rate on our commodity is 36 per cent 
higher than the rate in effect in 1910, and if we were to allow 
the water carrier the same percentage of increase on their 
pre-canal rate, the water rate would be approximately 45 per 
cent of the present all-rail rate. Even with regulation and 
stabilization of the water rates the rail carriers could not hope 
to carry any traffic between Atlantic and Pacific ports based on 
their present port-to-port rates. 

All of this brings us to the intermountain rate case and 
the recent efforts of the rail carriers to secure fourth section 
relief in the making of water-compelled rates to and from the 
Pacific coast. In previous ratemaking to meet water competi- 
tion the westbound rates have been blanketed, as to points of 
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origin, east of the Mississippi River, which means that inlang 
cities such as Pittsburgh, Chicago, St.- Louis, etc., have, for 
rate-making purposes, been arbitrarily moved to the astern 
seacoast, thereby destroying the geographical advantage of 
bona fide seacoast cities. On the other hand, inland points of 
destination on the Pacific coast, such as Spokane, if you pleag 
are expected and required to pay local rates or arbitraries over 
the rate to the nearest Pacific coast seaport. If the rail carrie, 
must have some of the traffic that is now moving via the canal 
then let them make rates under fourth ’section relief at boy, 
ends, making such rates apply only from bona fide Atlanti: 
coast ports to bona fide Pacific coast ports, and vice versa, anj 
permit an inland shipper at Pittsburgh to use such rates by 
adding to it the local rate from Pittsburgh to the nearest Atlap. 
tic port, and if the shipment is destined to an inland point gy¢) 
as Spokane, add also the local rate from the nearest Pacific 
port. The ordinary rate between such inland cities to be 
observed as maximum in every case. The rail carriers jp 
making water-compelled rates cannot forget competitive congj. 
tions which exist in the making of ordinary all-rail rates 
although they should do so. A water-compelled rate should truly 
reflect only the water competition and by no stretch of the 
imagination can I conceive of any justification for making gyc) 
rate from an inland point as-low as from a seaport. Neither 
arbitraries nor any percentage of local rates less than the fyl 
local rates should be used in making such rates if the port+p. 
port rate is made on a proper relationship with the water rate 
as this practice only tends to-give the shipper or receiver at 
inland points a greater proportional advantage than the shipper 
or receiver located at the seaport. 

We cannot conscientiously blame the intermountain peo 
ple for objection to treatment differing from that given Pitts. 
burgh, Chicago, St. Louis, etc., and if the rail carriers ever 
expect to get fourth section relief it is about time they began 
working out a comprehensive plan of meeting this competition 
that will not arbitrarily destroy geographical relationships and 
will not discriminate between inland districts, whether located 
in the east or in the west. 

I have been a subscriber to The Traffic World or a reader 
of it for nearly sixteen,years, and in the main I have been in 
accord with your editorial policy. However, in this instance, 
I think you have overlooked one of the cardinal points of busi- 
ness location, namely, geographical advantage and all that goes 
with it. Is it chance which causes industries to locate along the 
water, whether it be river, lake or sea, or is it foresight, busi- 
ness acumen, or whatever you wish to term it? Would not 
Chicago industries desire to fight if the all-water rates on the 
Great Lakes were made the same as the all-rail rates between 
the same points? This appears to be a fight between inland 
cities on. the one hand and the coast cities on the other. The 
former want to destroy the advantage of the latter and any 
individual or organization favoring regulation of water rates 
simply on account of the canal situation is treading on danger- 
ous ground. If, in rate making, we are going to destroy geo- 
graphical advantages on account of water transportation, what 


_is to prevent us going a step further and breaking down or de 


stroying geographical advantages due to location of labor, fuel, 
and supplies, including raw materials? 


There has been no call for regulation of export ocean 
freight rates; possibly because this is quite impossible without 
an international agreement of some sort, or possibly because 
supply and demand, our well-known friend, makes other regula- 
tion unnecessary. In time, I believe, the intercoastal lines can 
work out all of their present difficulties, and they can do this 
much better if unhampered by regulation by the Interstate 
Commerce Commission. All-water rates can never be regulated 
to the extent that all-rail rates can. In fact, water rates are 
more comparable to trucking rates than to rail rates, in view 
of the ease with which the larger shippers can purchase barges, 
tugs and vessels to handle their own cargo when the rates rise 
very much above the cost of handling. I believe the Intercoastal 
Conference can provide all of the regulation necessary if some 
way can be found to require all carriers-in the trade to join 
the conference and abide by the rates and differentials set by it. 

After all, I believe the difficulties of the rail carriers are to 
a very considerable extent caused by the effort to make freight 
traffic carry the burden of the passenger traffic. I know of 
instances where the revenue derived from a five-car passenger 
train, used principally by commuters and dead-heads, is only 
from one-third to one-half of the revenue derived from hauling 
40,000 pounds of fourth class freight a distance of ten miles, 
notwithstanding the passenger train is comfortably filled with 
passengers and travels approximately thirty miles from terminal 
to terminal. This is ridiculous considering the investment re 
quired for motive power, equipment and terminals for the han- 
dling of passengers, as compared with similar items for freight 
traffic. If the passenegr traffic can not pay its own way and 
show a profit, it would be better to surrender it to the automo 
biles and busses, rather than expect the freight to carry the 
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whole load. Even the elimination of passes, thereby cutting 
out considerable unproductive, and many times unnecessary, 
passengers would relieve them of an undesirable burden. The 
making of rates which are less than the cost of handling of 
the traffic should be frowned on, and that is usually what the 
carriers want to do under fourth section relief. Even when it 
is necessary to increase the traffic in order to lessen overhead 
charges, it should only be done when the revenue will exceed 
the out-of-pocket cost of handling and when the reduction nec- 
essary will not force rate reductions in other directions on the 
same commodity due to conditions of commercial competition. 
These are my personal views and do not necessarily repre- 
sent the views of the company I represent in this capacity. 
THOS. B. HANEY, 
Traffic Manager, Standard Underground Cable Company. 
Pittsburgh, Pa., Aug. 2, 1926. 





The writer of the above communication has read our publi- 
cation to poor purpose if he has not learned that we are not 
opposed to those having a natural geographical advantage reap- 
ing whatever benefit is justly to be obtained from it. We 
have merely opposed certain shippers having an artificial advan- 
tage, which they love to refer to as a “geographical advantage,” 
paid for by all the public. In The Traffic World of July 3, for 
instance, we said: “If, without the Panama Canal, the seaboard 
has an advantage through its geographical location, it is entitled 
to benefit from that advantage, since the advantage was always 
there and industry could always have taken it into consideration 
in establishing itself. Insofar as the Panama Canal gives the 


Atlantic seaboard an advantage, it should pay for that advantage, . 


and those who are placed at a disadvantage have a right to ask 
that some plan of equalization be adopted.”—Editor The Traffic 
World. 





WESTERN FREIGHT RATES 


(The Mining Congress Journal) 

The fact that the Interstate Commerce Commission has 
reached a decision upon the petitions of the western railroads 
for a percentage increase in freight rates, denying these 
petitions and holding that no financial emergency exists such 
as would warrant changes in rates at this time, should have 
a beneficial effect upon all classes of business in the western 
district. 

This decision of the Commission undoubtedly was anticipated 
by the carriers. As a matter of fact, it is probably the end 
which they sought to accomplish by filing the petitions for a 
percentage increase. Their petitions were filed following the 
institution by the Commission of the general rate structure 
investigation authorized and directed to be made by the so-called 
Hoch-Smith resolution. 


That resolution was designed, according to its sponsors 
in Congress, primarily to bring about rate changes that would 
relieve somewhat the post-war depression, and at the same time 
improve the economic conditions of the agricultural and live- 
stock industries. Since the bulk of the traffic from these indus- 
tries originates in the western district, it was obvious that the 
carriers must assume that the Commission would undertake the 
task assigned to it under the Hoch-Smith resolution by giving 
first consideration to rates in the western district. The carriers’ 
petitions for a horizontal increase in rates served as a pro- 
tective measure, as the result proves. 


The Commission finds that conditions have been improving 
in the agricultural and live-stock industries. Their decision, 
however, carries a conclusion that should give considerable 
satisfaction to the representatives of those industries. While 
they say that there are many inequalities in the rate structure 
existing in portions of the western district which should be 
corrected, and also indicate that the carriers may properly 
initiate some changes in rates with the object of improving their 
earnings, they definitely concluded that in proposing any changes 
in the existing rate structure either for the purpose of improving 
earnings or for the purpose of rectifying inequalities, the 
carriers should propose no advances in the rates on products 
of agriculture, including live stock, except where particular 
rates on such products may need adjustment to remove incon- 
sistencies, or where it can be shown that the product in question 
is not affected by depression. 


The outstanding fact about the commission’s examination 
into, and numerous hearings upon the rate structure in the 
western district is that notwithstanding the voluminous record 
made, which includes an enormous mass of statistical data 
and testimony, this record is considered unsatisfactory and 
incomplete and not conclusive as to any of the vital points 
involved. The Commission uses all through its opinion such 
expressions as the following: “We can properly prescribe them 
(changes in rates) only upon clear evidence of urgent necessity.” 
“The present record would not enable us to do so (prescribe 
individual rate changes) to any considerable extent.” “The 
record as it stands today (does not warrant us) in making 
any general downward revision of rates on products of agricul- 
ture, or of other industries subject to depression.” “It is our 
purpose to attempt to obtain further information to enable us 
to determine what, if any, readjustment should be made as 
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between commodities or in furtherance of the rectification 
the rate structure as between particular points and distriets» 

This tends to prove the contention that we have made 
ever since the passage of the Hoch-Smith resolution, that the 
task imposed upon the Commission by that resolution, withoy 
provision or appropriation of any kind for this work, makes 
it impossible of performance. The Hoch-Smith resolution hag 
been a statute for nearly a year and a half with no tangibje 
results. 

The length of time that it has taken for the consideration 
of rates in the western district, and the fact that the recor 
made is not adequate for the Commission to act upon, demop. 
strates the necessity for Congress either to make proper pro. 
vision for this undertaking, or better still, to repeal the Hogeh. 
Smith resolution and permit the shippers and carriers to work 
out necessary readjustments of rates among themselves. 





LUMBER SHIPMENTS 


According to telegraphic reports received August 5 by the 
National Lumber Manufacturers’ Association from 349 of the 
larger softwood, and 128 of the chief hardwood, sawmills of 
the country, there was an apparent, though probably slight, 
seasonal curtailment of business as compared with reports a 
week earlier. The number of mills reporting is smaller and 
this discrepancy is probably partly due to temporary suspension 
of operations on account of forest fires and mid-summer over. 
hauling. The 331 comparably reporting softwood mills show 
decreases in their totals of production, shipments and new 
business compared with those of 359 mills the preceding week. 
Although there are nominal decreases in production and orders, 
and an increase in shipments, as compared with the correspond- 
ing week a year ago, there is probably little change in the two 
periods. Reports from 128 hardwood mills, as against 139 a 
week earlier, indicate production stationary, and shipments and 
orders falling off. 

The following table compares the national softwood lumber 
movement, as reflected by the reporting mills of seven reg’onal 
associations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
BI Siecureaicb Wika cee ws, 6 31 35 359 
WROGUCHON. os. ccc cece 226,251,413 229,998,665 431,152 
TN 234,599,353 229,931,855 


Orders (New Bus.).. 227,513,991 234,843,734 
The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 


thirty weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
ME” -Sefae Salta thue ae 6,984,925,592 7,190,952,388 7,214,194, 283 
MED” lia catoeacoale taverns 7,110,192,783 7,088,662,297 6,9438,853,539 





FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended July 31 totaled 24,103 cars, as compared with 26,740 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. The 
bureau said shipments of apples, citrus fruits, peaches, potatoes, 
tomatoes and watermelons were far heavier than a year ago, 


but that shortages appeared for cabbage, cataloupes and onions. 
Shipments were reported as follows: 

Apples, 691 cars; cabbage, 
cauliflofiwer, 4 cars: celery, 
bers, 222 cars eggplant, 
cars; grapes, 759 cars; green peas, 224 cars; lemons, 411 cars; 
lettuce, 702 cars; miscellaneous melons, 386 cars: mixed citrus 
fruit, 57 cars; mixed deciduous fruit, 413 cars: mixed vegetables, 
734 cars; onions, 332 cars; oranges, 993 cars: peaches, 5,695 cars; 
Pears, 1,305 cars; peppers, 37 cars; plums and prunes, 243 cars; 
string beans, 5 cars; sweet potatoes. 98 cars: tomatoes, 892 cars; 
watermelons, 5,498 cars; potatoes, 3,015 cars. 


145 cars; 
104 cars; cherries, 
9 cars; grapefruit, 


cantaloupes, 977 cars; 
146 cars! cucum- 
6 cars; imports, 3 





COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended July 24 was esti- 
mated at 10,162,000 net tons by the Bureau of Mines of the 
Department of Commerce. This was a gain of approximately 
50,000 tons over the revised estimate for the preceding week. 
Production of anthracite the week ended July 24 was estimated 
at 1,940,000 net tons, a decrease of 39,000 tons as compared with 
the output in the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended July 24 totaled 733,578 net tons, of which 163,733 
tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended July 17 were reported 
as follows: Bituminous, 1,996; anthracite, 3,551. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended July 25 totaled 1,004,531 net tons. Anthracite 
shipped from Lake Erie ports the week ended July 25 totaled 
89,278 net tons. 
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INAL WAREHOUSES OF ST. JOSEPH, Inc. 















ST. JOSEPH, MISSOURI JACKSONVILLE, FLA. 
ey ee. yo — WIESENFELD WAREHOUSE COMPANY 
DISTRIBUTORS Pe EE pe it General merchandise storage and distribution. 
E WAREHOUSE ~ Prompt and intelligent service. 


References: Any jobber, banker or transportation man in the city. 


AND FORWARDING DEEP WATER AND RAIL CONNECTIONS 


ST. PAUL, MINNESOTA 


*“*To Serve the Northwest” 


ST. PAUL TERMINAL WAREHOUSE C0. 


Storage of Merchandise — Pool Car Distribution 
Licénsed by and bonded to the State of Minnesota 


BUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


SOUTH BEND, IND, (TT elnlley Nero 
WARNER WAREHOUSE CO. | JRIKENTITRACI MEd mI 


Merchandise Storage and Distribution 
1020 South Canal St., near Taylor St. 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. Teaming of Every Description—City Delivery Service 
Members; American Warchousemen’s Ass’n and Carload Distributors 


DENVER, COLORADO 


pte 





IN 
COLUMBUS, OHIO 


IT’S 
THE MERCHANDISE STORAGE CO. 


U. S. BONDED 


FOODSTUFFS and NON-ODOROUS 
COMMODITIES ONLY 








FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 
Receipts Issued. The Weicker Transfer & Storage Company. 


IN THE CHICAGO SWITCHING DISTRICT INDIANAPOLIS, IND. 


Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 
Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 
“Service That Satisfies’’ 


CHICAGO, ILL. 
LOCATED NEAR LOOP 


40 Car Siding. Free Switching. Tunnel de~ 
livery to all Trunk Lines and to Aurora and 
Elgin Electric. 


GENERAL MERCHANDISE, FURNITURE and COLD STORAGE 
Quick Service, Efficient Handling, Low Rates. Send us your Merchandise 


THE GREAT LAKES WAREHOUSE CORP., Hammond, Ind. 


S00 TERMINAL WAREHOUSE 


Storers and Distributors of 


MERCHANDISE 


Chocolate and other candies stored 
all year round. 









Space for Rent 
New York Representative 


Cool Temperatures 
e MONTUL WAREHOUSE SERVICE, Inc. 
‘THE ECONOMICAL WAY” ee 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 


on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s:mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 


and wide knowledge will answer questions relati 
blems. We do not desire to take the place of 
ot him in his work. ; i 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. ‘ 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


to practical traffic 
traffic man but to 





Stopping in Transit to Partly Unload—Liability of Carrier 

Missouri.—Question: In years past some of the C. F. A. 
railroads have accepted carload shipments of flour covered by 
shippers’ order bills of lading permitting partial unloading privi- 
leges at point intermediate to final destination. A short time 
ago carriers amended their tariffs discontinuing this practice 
and in many cases changes in publications have become effec- 
tive. In permitting partial unloading privileges carriers auto- 
matically, as we see it, act as agents for the shippers in that 
they of necessity assume obligations for proper delivery of cor- 
rect portion of load to each consignee. One of our good ship- 
ping friends who is vitally interested in privileges of this kind 
takes the view that in making deliveries to each consignee 
under ths plan the carrier in reality acts as agent for its own 
interests and not the shipper. 


Will you please let us have the benefit of your views on 
this subject? . 


Answer: We have made a careful search of both opinions 
of the Commission and decisions of the courts bearing upon the 
question which you raise, but have not been successful in 
locating any case which deals with the carrier’s liability in 
respect to the delivery of freight at stop-off points. 


The Commission has considered the general question of stop- 
over privileges in several cases. In this respect see I. & S. 
Docket 549, Stopping Cars in Transit to Complete Loading or 
Unloading, 36 I. C. C. 130, in which the Commission considered 
in some detail the general question of the stopping in transit 
privilege, and held that the carriers were not justified in with- 
drawing the practice. 

Where the consignment is made under a straight form of 
bill of lading, a portion of which is to be unloaded at a point 
intermediate to final destination and the bill of lading contains 
a notation to the effect that the consignment is to be stopped off 
for partial unloading at a specified point and the name of the 
party who is to unload a portion of the shipment at that point 
is shown in the bill of lading, there are, in our opinion, circum- 
stances which would negative the prima facie effect of the -bill 
of lading as showing an intention to transfer title to the entire 
shipment to the consignee at final destination. 

Where a carrier, under tariff provision, undertakes to per- 
form, for a stated charge, a transportation service such as. that 
covered by stopping in transit tariffs, it seems to-us that, not- 
withstanding tariff provisions to the contrary, the carrier must 
assume responsibility for the delivery at the stop-off point of 
that portion of the shipment which is consigned to that point. 

In I. & S. Docket 549, Stopping of Cars in Transit to Com- 
plete Loading or Partially Unload, 36 I. C. C. 130, the Commis- 
sion, in considering the proposed cancellation of the privilege 
by the carriers, said: 


The service in question has been provided for in the tariffs 
of respondents for many years, and prevailed generally long 
before the law required schedules to state separately all privi- 
leges or facilities which in any wise change, affect, or determine 
the value of the service rendered to the shipper. Under this prac- 
tice sought to be abolished a consignee can purchase from two 
different concerns or have shipped from factories located at two 
different points separate lots of goods which, taken together, 
make up a carload, provided in most instances that the second 
shipping point be directly intermediate between the first shipping 
point and the final'destination. Delivery of a carload of goods 
to customers located at two different points may be made by 
billing a solid car to the final destination and directing the car- 
rier to stop the car at any one intermediate point to allow the 
nearer consignee to take out his share of the contents. If a car 
is stopped to finish unloading it may not be halted by the shipper 
to be partially unloaded. At present this service is extended to 
practically all commodities that have occasion to use it. 


See also Rule 7 of Consolidated Classification No. 4, the 
first and seventh paragraphs of which read as follows: 
Unless otherwise provided 


The name of only one shipper, one consignee and one destina- 
tion shall appear on the shipping order or bill of lading; but 
when a shipment is consigned straight or “To Order,” the ship- 
ping order and bill of lading may specify the name of a party 
at the same destination to be notified of the arrival of shipment. 

This rule does not prohibit showing the points at which 
shipments are to be stopped in transit for partial loading or 
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unloading when such partial loading or unloading is SDecificaly 
authorized by the carriers’ tariff applicable to such shipments’ 


The provisions of the seventh paragraph of Rule 7 Were 
incorporated in the rule in accordance with the suggestion at 
the Commission in its report in the Consolidated Classificatig, 
Case, 54 I. C. C. 1, on page 15 of which the Commission sgaiq. 


Rule 7 provides that the name of only one shipper 
signee, and one destination shall appear on the bill 
This rule as it stands might technically be construed as Prohib 
iting the stopping of carload shipments en route to finish loading 
or to partly unload, unless the stop-off tariff in terms Provided 
that more than gne shipper, consignee, and destination might be 
shown on the bill of lading. A bill of lading for a car to 4 
stopped in transit could not be executed without violating the 
terms of the rule. 

We recommend that the rule be modified so as to a 
difficulties referred to. 


» ONE con, 
of lading 


Void the 


You will observe that in -both of the Commission’s report 
quoted from above, the Commission refers to the party at the 
stop-over point as being the consignee. 

If this party is in fact the consignee to the same exten} 
that the party at final destination is a consignee, we cannot 
see how the carrier can lawfully disclaim liability for its failure 
to deliver in good order to the consignee at the stop-off point 
the amount which the shipper has loaded into the car for de. 
livery to that party. 

Weights and Weighing 

ilinois.—Question: We are an industry with private sig. 
ing and recently shipped a number of cars of cinders and rub. 
ish to a consignee likewise located on a private switch track, 
both within the Chicago switching district and governed by Gal. 
ligan’s 22R and 21L. There is no possible means of our weigh- 
ing contents of these cars; and switching tickets covering 
showed no weight, on the assumption that cars would be weighed 
and proper scale weight inserted and charged for accordingly, 

The cars were not weighed, however, by the carrier, and 
they are now attempting to collect charges on the basis of 110 
per cent marked capacity of the car in accordance with Rule 
19 of 21-L. 

Inasmuch as we cannot possibly weigh these cars, can you 
advise if penalty is correct? Is there not an obligation on the 
carrier’s part to weigh all cars tendered to it for transporta- 
tion? It is our opinion that the cars could not be loaded over 
the minimum weight of 60,000 pounds and that collection on the 
basis of the maximum weight is nothing short of a holdup. 

Answer: Paragraph 2 of Rule 18 of Agent Galligan’s I. C. ¢. 
63, to which you refer, reads as follows: 


Shippers will be required to declare at time of shipment the 
weight to which the cars are loaded and in the absence of such 
declaration freight charges will be assessed on basis of 110 per 
cent of the marked capacity of car used, but in no case less than 
60,000 pounds per car, except that when the car is_ weighed, 
charges will be assessed on basis of actual weight, subject toa 
minimum weight of 60,000 pounds. 


It is, in our opinion, doubtful whether the provisions in ques- 
tion does more than require the shipper to declare the weight 
at the instance of the carrier. 


Regardless, however, of this, we are of the opinion that it 
is unreasonable for a carrier to arbitrarily assess charge on the 
basis provided for in the rule, which evidently contemplates the 
weighing of the freight by the carrier, in that it states that when 
a car is weighed charges will be assessed on the basis of actual 
weight, subject to a minimum weight of 60,000 pounds. That a 
carrier must weigh freight in order to correctly assess its 
charges, see Detroit Coal Exchange vs. Michigan Central, 39 
I. C. C. 79; Grain Elevation Allowances at Kansas City, 34 
I. C. C. 442, on page 445 of which latter case the Commission 
says: 


The benefits thus received and recognized by the respond- 
ents are not, however, germane to the issues here involved. The 
act does not require freight charges upon shipments of grain to 
be assessed upon elevator weights. The weight of grain trans- 
ported must be determined with reasonable accuracy by the car- 
riers as an incident to their service of transportation. They must 
provide adequate facilities for weighing. 


Furthermore, no provision is made in the rule in question 
for the use of the weight declared by the shipper in the event 
a declaration is made, the rule providing only a penalty in case 
he does not declare the weight. The declared weight would not 
be the proper weight to use in any event. Freight charges must 
be based upon the actual weight of a shipment or an estimated 
weight arrived at after proper investigation. See in this con- 
nection the Commission opinions in Boise Commercial Club 
vs. Adams Express Co., 17 I. C. C. 115, and Express Rates, 
Practices, etc., 24 I. C. C. 381, the principle of which cases is, in 
our opinion, applicable in the instant case. 
Refrigeration—Re-Icing Cars Held at Destination Over Sunday 

Pennsylvania.—Question: Would appreciate your opinion 
of the following: Shipments of perishable moving under refrig- 
eration arriving at final destination on Sunday, delivery, how- 
ever, not being made until the following day, on which carriers 
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PANAMA MAIL S.S. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
TomHAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 


Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, P ntarenas, San Joan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 
OFFICES 


2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 548 So. Spring St., Los Angeles, Cal. 


You have the time— Recreate 

A dayanda night on the Burling- 

ton takes you there. Two weeks in the 
spent in Colorado’s healthful, 

upbuilding climate will remake 

You have money enough— 

Special summer excursion rates R ocki e S 
round trip, Chicago to Denver, 

Colorado Springs, Puebloto only th ° 

Board and lodging in Colorado Summer 
may be had for as little 


you: - Colorado 
on the Burlington reduce the 
$43.05 is 
as $20.00 per week. 


Why be content with 
an ordinary stay-at-home vacation. 


Call at my office, telephone or write for illustrated 
booklet, maps and detailed information. 


BURLINGTON TRAVEL BUREAU 
179 West Jackson Phone WABash 4600 


CHICAGO 
J. R. Van Dyke, General Agt., Passenger Dept. 








Direct from ships’ holds to warehouse, by means of electric conveyors, with one handling :—No trucking, switching or draying. 

Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12e per hundred dollars per annum. 

With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your shipments. 
Daily — reports furnished, if desired. 


BINYON SHIPSIDE WAREHOUSE C0O., Inc., HOUSTON, TEXAS 
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have presented freight bills covering additional ice furnished to 
cars on day of arrival, Sunday, although delivery as above 
stated, was not actually made until the following morning. It 
is our contention that these charges should be assumed by Car- 
rier, owing to the fact that no business is transacted on Sun- 
day, and the freight stations are closed on that day and, there- 
fore, delivery could not possibly be made until a regular busi- 
ness day, and the said charges should be assumed by carrier, 
as it is our opinion that the through refrigeration applicable 
from point of origin to final destination means up to the time 
of actual delivery at destination. 

Answer: So far as traffic covered by the provisions of 
Perishable Protective Tariff No. 3, Agent Dearborn’s I. C. C. 
No. 2, is concerned, there is no provision requiring the carrier 
to keep perishable goods under refrigeration on Sunday at its 
expense. In Rule 406 it is provided as follows: 


When cars are held at any intermediate point between origin 
and final destination on orders of or awaiting reconsigning or 
other instructions from shipper, owner or consignee, or after 
arrival of the car in the terminal train yard serving the destina- 
tion, and up to the time the car is in process of unloading on 
team tracks or until car has been placed on private or assigned 
siding, carriers will examine bunkers or tanks daily, and unless 
written instructions from shipper, owner or consignee, are re- 
ceived to the contrary, when such cars require additional ice 
and/or salt during such period they will be re-iced. (See Rule 


105.) The charge for such ice and/or salt supplied will be in 
accordance with charges in this section. 


Before re-icing cars at destination carriers will make reason- 
able effort to secure instructions from consignee. 


Inasmuch as custom does not require the conduct of business 
by a carrier on Sunday to the extent of the delivery of freight 
on that day, we are of the opinion that a carrier would not be 
required to assume the expense of re-icing shipments of per- 
ishable goods which can not be delivered until the day following 
Sunday. In other words, the shipment may be said to be in the 
course of transportation while held awaiting delivery on the 
day following an intervening Sunday. 

Tariff Interpretation—Application of Combination Rule 

Missouri.—Question: A shipment of lumber from point A 
in Louisiana to point B in Vermont. Point B is just beyond 
Montreal. The car was reconsigned to point C in Massachusetts, 
subject to combination rates to and from Montreal. 

The tariff to Montreal provides the use and application of 
Jones Tariff 228. The tariff beyond Montreal does not provide 
for application of Jones’ Tariff. Carriers beyond Montreal were 
correct in assessing their class rate from Montreal. No dispute 
on this point. It is claimed, however, that the full rate to 
Montreal should be collected, notwithstanding the tariff is 
subject to Jones’ Tariff. 

As we read and interpret Section 4, Supplement 14, Jones’ 
Tariff 228, it makes the affirmative statement: 


That where no through published rates are in effect from the 
point of origin to destination on lumber * * * * and two or 
more commodity rate factors are used in arriving at the through 
rate for a continuous shipment, such through rate will be arrived 
at in the following manner (either where such commodity rate 
factors cover the entire haul origin to destination or where used 
in connection with one or more class rate factors. 

Section B declares that where a separately established com- 
modity rate factor is over 30 cents cwt. the factor for basing 
will be’ 6 cents per 100 pounds less. The commodity factor in 
this case from origin to Montreal is 54 cents, the class factor 
from Montreal to destination is 25 cents cwt., the latter not 
subjection to reduction account of failure of delivering lines 
tariff therefor. Our construction of this rate, therefore, is 54 
cents to Montreal less 6 cents plus 25 cents full class local 
beyond. 

Carriers claim full local for both factors. 
to ruling of the Commission on this point? 

Answer: Section 4 of Agent Jones’ I. C. C. U. S.-1, covering 
lumber and forest products, carloads, provides: 


Have you access 


Where no published through rates are in effect from point of 
origin to destination on lumber and articles taking the same rates, 
or arbitraries over lumber rates, also other forest products on 
which rates are not higher than on lumber, carloads, and two or 
more commodity rate factors are used in arriving at the through 
rate for a continuous rail shipment thereof, such through rate 
will be arrived at in the following manner (either where such 
commodity rate factors cover entire haul from origin to destina- 


tion, or where used in connection with one or more class rate 
factors * * *), 


The above rule, it will be noted, applies only where two or 
more commodity rate factors comprise the combination rate or 
where two or more commodity rate factors, in-connection with 
one or more class rate factors comprise the combination rate. 
It is therefore not applicable where a combination rate is com- 
prised of one commodity rate factor and a class rate factor. 
See in this connection Paragraph A of explanation following the 
rule stated in Section 1 of Agent Jones’ I. C. C. No. U. S.-1, 
which reads as follows: 


Where a separately established class rate factor, plus a sepa- 
rately established commodity rate factor is used in constructing 
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a combination rate, no deduction is to be made from eithe 


p x v fae 
and the correct through rate to apply is the sum of the factors” 


See also Docket No. 17450, W. G. Bush & Co. vs. L. gy 
R. R. Co. (mimeographed), decided July 17, 1926. ' 
Overloaded Cars—Demurrage and Reconsigning Charges Ag 

sessed Account Refusal of Car by Connecting Line 

Ohio.—Question: A car was shipped from our plant “4» 
to Cleveland. Upon arrival at Cleveland the car was weigheg 
due to the fact that there is no weighing scale at original point, 
and the car was found to be overloaded. 

The “X” railroad company advised us of the car being 
overloaded, and owing to the fact that the connecting lines g 
Cleveland would not accept on account of overloading of ¢a; 
we disposed of the car to another yard. 

The carriers are trying to assess a reconsigning charge of 
$6.30 and also demurrage on the car in question. 

Our contention is that under the circumstances the recon. 
signing charge cannot be assessed, as the car was accepted for 
original delivery and overloading was not detected until it was 
weighed at Cleveland. 

Please advise us on this matter and also if demurrage cap 
be assessed against us covering the car in question from the 
time the car arrived in Cleveland up to the time orders were 
given to dispose of car. We disposed of the car, which elim. 
inated transferring, as the car was accepted and disposed of 
without transferring to another railroad. 

Answer: We can locate no case in which the Commission 
has considered this subject. If responsibility for the correct 
loading of a car rests with the shipper, and this seems to be 
the basis of tariff provisions requiring the shipper to assume 
the cost of transferring overloaded cars, the demurrage and 
reconsigning charges assessed on the car in question appear 
to have been properly assessed. 

Tariff Interpretation—Classification Rules—Packages or Pieces 
Subject to Minimum Charge L. C. L. Per Rule 12, Section 4, 
of Classification. 

New York.—Question: I have noted your answer to “New 
York” on the interpretation of Classification Rule 12, Section 
4, page 102, issue of July 10th. 

In answer to the interrogator’s statement that under your 
interpretation of this rule, it would never be used in determin- 
ing the amount of freight charges on loose pieces of freight, 
you point out Item 13, page 65 of the Classification, covering 
Aluminum Castings, N. O. I. B. N. The second description of 
this item reads: . 


Weighing each 50 pounds or over, loose or in barrels, boxes 
or crates, L. C. L 


I am of the opinion that the ratings for this description 
will apply on aluminum castings, regardless of the weight per 
casting, when packed in barrels, boxes or crates. In other 
words, this description covers castings weighing less than 15 
pounds each if in barrels, boxes or crates. The interrogator, 
therefore, seems to be correct in stating that under your in- 
terpretation Section 4 of Rule 12 could never be used. 

Manifestly, the intent of Section 4, Rule 12, is to provide 
a basis for arriving at the charges on freight shipped loose 
when no specific provision is made therefor in the commodity 
descriptions, and I am still firmly of the opinion that the clause: 
“No provision being made for packages or pieces weighing less 
than the specified minimum” means that the basis for arriving 
at the freight charges to be applied where the article shipped 
is not provided for in the form offered for transportation. 

Answer: The fact that the provision of a rule of the classi- 


fication can not be used, does not warrant a construction thereof 
contrary to its context. 


While we appreciate fully your views as to the manner in 
which Section 4 of Rule 12 is to be applied, we are still of the 
opinion that it does not authorize a rating on an article which, 
by reason of its not being packed or tendered to the carrier in 
the form prescribed by the separate descriptions of articles on 
pages 50 to 471, inclusive, of the classification, as amended, is 
subject to the provisions of Rule 5 of the classification. 

It is apparent from a reading of the various items carried 
in the classification on pages 50 to 471, inclusive, which con- 
tain different ratings on an article depending upon the weight 
of the individual article, that the article when weighing less 
than a certain weight, usually fifty pounds, may not be shipped 
loose, except as provided for in Rule 5, and therefore, we do 
not believe that Section 4 of Rule 12 is to be construed as 
authorizing a rating on an article in a form different from that 


provided in the individual ratings on pages 50 to 471 of the 
classification. 


Furthermore, we do not agree with you in your view that 
the second description in Item 13, page 65 of the classification 
applies on castings of any weight when packed in barrels, boxes 
or crates. This may have been intended, but the language used 
does not, in our opinion, express this intention. 

Tariff Interpretation 
California.—Question: In December, 1925, 
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WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street New York 
Passenger and Freight Service Between 


New YoRK-CuBA- MEXICAN GULF PorTs 


NEW YORK — HAVANA 


Weekly Sailings on Saturdays for Passengers and Freight 













NEW YORK — HAVANA — MEXICO 
Weekly Sailings on Thursdays 


HAVANA, CUBA; PROGRESO, VERA CRUZ 
and TAMPICO, MEXICO 
For Freight—Weekly. 









For Passengers—Fortnightly. 





Additional Freight Service 


Sailings on Thursdays 


NEW YORE TO CUBAN SOUTHSIDE PORTS 
Weekly sailings to Santiago, Cuba 
Fortnightly sailings to Cienfuegos, Guantanamo oan Manzanillo, Cuba. 



















Monthly sailings to Puerto Mexico, Mex. 





Full information on request 






AGENCIES 
Chicago, Hl., Sag 2 Marquette Bldg., M. L. Schultz, Western Traffic Agent. 
Buffalo, N. Y ag ir Bidg., L. L. Lancaster. 






New York, N. “yY., P ‘ier East River, Wm, Imlay, Agent. 

Phitadelphia, Pa.. Texas “Seamed & Terminal Co., The Bour 

San a ag hg fF ., vies Turner & Co., 110 California St., ©. A. Anderson, 
as ager. 

na. ‘in. Compostela y Desemparado, Wm Harry Smith, General Agent for Cuba- 

Mexico City, Cinco de Mayo No. 16. R. C. Burns, General Mexican 

Liverpool, Eng., Dock Board Bldg., Benj. Ackerley & Son, General Huropean Agents. 
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MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 


SWATIS & HOYT, INC., Pacific Coast ts 

430 Sansome Stree 4 Bs Peten, Calif 
Ah ang wd General Western Agent 
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'Y ROGERS, CommercialaAgen 
TIS Straus Bldg 510 Soh Miklos Acne ‘Chicago, Illinois 
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MUNSON 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
ee ; Hawaii, Far East and 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Branch Offices 
CuPilladeiphia, Mobile, New Orleans 
McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CoO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


altimore, Md. ia, P; Pittsburgh, P; Norfolk, Va. 
= Southjst. Drexe Bldg. Oliver Bldg. Law >. 


And at our Branch Offices at ports of call, etc. 
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Los Angeles, a carload shipment of ground charcoal made from 
cocoanut shells, shipped from Cleveland, Ohio. 

The carriers have charged us fourth-class rate as per Item 
No. 17, page 127, Consolidated Classification No. 4, as charcoal 
other than animal or wood, N. O. I. B. N. It is our contention 
shipment should be rated at class D, under Item 43, page 169, 
reading “Charcoal, ground or crushed.” 

We use this cocoanut shell charcoal for absorbing of gas- 
oline. However, as the Interstate Commerce Commission has 
consistently condemned the maintenance of different classifica- 
tions and rates upon the same commodity, dependent upon the 
use thereof, we believe this item in the classification is wide 
open and until such time as it is amended or qualified, it would 
seem to us this cocoanut shell charcoal should move at the 
class D rate: 

Will you kindly favor us with your opinion? 

Answer: In our answer to “New York,” on page 1302 of 
the May 8th, 1926, Traffic World, under the above caption, we 
considered a similar question. We have endeavored to locate 
an opinion of the Commission specifically in point, but have not 
been able to find one. 

See, in this connection, Galion Iron Works & Mfg. Co. vs. 
Director General, 60 I. C. C. 515, and Dolese Brothers Co. vs. 
Cc. Ret. &-P., 108 1..C. C. 561: 

Notice of Claim—What Constitutes 

New York.—Question: A certain shipment arrived at its 
appointed destination in a damaged condition. Consignee upon 
inspection noticed the damage and reported it to the delivery 
carrier. Upon request, the delivering carrier placed a notation 
on the freight bill to the effect that there was a damage to the 
shipment in question. 

No effort was thereafter made to file with the delivering 
carrier claim for the damage in question until the limit of six 
months had expired. Will you kindly state, therefore, if it is 
necessary for the consignee to say in so many words within 
six months after delivery that it is his intention to file claim, 
or does the notation placed on the freight bill by the delivering 
carrier automatically act as a notice of intention to file claim? 

Answer: The purpose of requiring a notice of claim to be 
given.is to enable the carrier, while the occurrence is recent, 
to inform himself of the actual facts occasioning the loss or 
injury, that it may protect itself against claims which might be 
made on it after such lapse of time as to make it difficult, if 
not impossible, to ascertain the truth. 

Therefore, to constitute a notice of claim, the notice must, 
according to the weight of authority, so describe the shipment 
‘as to enable the carrier to determine what shipment is referred 
to and must in effect state that a claim will be filed for the 
damage resulting from injury to or the failure to deliver the 
shipment. 

However, with respect to what constitutes notice of claim, 
the decisions of the courts are not at all uniform. In the case 
of Taft & Van Dyke vs. A. C. L. R. Co., 93 S. BE. 752, it was 
held that a shipper could not recover for an injury to a furni- 
ture shipment where he failed to file the required written 
notice of loss within the specified time, although the agent had 
actual knowledge of the loss; that the notation by the railroad 
agent on the freight bill as to injury to the shipment was not 
a compliance with the bill of lading stipulation requiring notice 
to be filed within a given time. However, in the case of BE. H. 
Emery & Co. vs Wabash R. R. Co., 156 N. W. 600, it was held 
that where a carrier’s agent inspected a damaged shipment and 
endorsed the result of the inspection on the freight receipt And 
presumably delivered the receipt to higher officials, that there 
was sufficient notice of claim in writing under the uniform bill 
of lading. 

The two cases referred to above show the conflicting views 
of the courts on this question, that is, whether a notation of 
loss or damage endorsed on a freight receipt constitutes a 
proper notice of claim. In our view, such a notation does not 
constitute a- notice of claim, inasmuch as the carrier has not 
been advised that it is the intention of the shipper to file a 
claim. 

Tariff Interpretation—Application of Transit Privilege 

Missouri.—Question: Will you please refer to paragraph A, 
Item 795, Missouri Pacific Circular 2-T, I. C. C. No. A-6425, and 
paragraph A, Item 1595, and paragraph 1, Item 1600, U. P. 
Tariff 103-F, I. C. C. 3562, and advise if it would be permissible 
on shipments milled in transit at Kansas City to apply part of 
the tonnage from a point on the Missouri Pacific under the 
Missouri Pacific circular, and the balance of the tonnage from 
a point on the U. P. under the U. P. circular. 

If this question has been considered by the Commission, 
be appreciate reference to any decision or ruling they have 
made. 

Answer: In our opinion it is not permissible, under the 
provisions of Missouri Pacific Circular 2-T, I. C. C. No. A16425, 
paragraph A, Item 1595 thereof, to mix tonnage originating on 
the Missouri Pacific with tonnage originating on the Union 
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Pacific, unless the tonnage originating at a point on the Unio) 
Pacific moves into the transit point over the Missouri Pacific 
That is, the balance of the through rate may not be protected op 
the Union Pacific tonnage. 


The same thing will apply to Item 1600 of Union Pacific 
Tariff 302-F, I. C. C. No. 3562, namely, that the balance of the 
through rate may not be protected from the transit point op 
the portion of the tonnage which originates at a point on the 
Missouri Pacific, unless the tonnage originating on the Missourj 
Pacific moves into the transit point over the Union Pacific. See 


Moore-Saever Grain Co. vs. Union Pacific R. R. Co., 38 1..¢,¢ . 


682 and 45 I. C. C. 862. 
Tariff Interpretation 


Colorado.—Question: Kindly be referred to Item 5605 
Western Trunk Line Freight Tariff 120-C, I. C. C. No. A-1468, 
and advise whether in your opinion the application of the pro. 
portional rates in Sections 5 and -6 is limited to origin points 
located in the territory governed by Western Trunk Line 
‘Freight Tariff No. 120-C, or whether these proportional rates 
may be used in connection with shipments originating in any 
point in the United States and with tariffs naming rates there 
from to Pueblo, Colorado. Since the rates in Sections 1, 2, 3 
and 4 can be and are used as proportional rates from any ponits 
of origin in the United States, we see no reason why this same 
should not be true of rates in Sections 5 and 6, but the carriers 
contend otherwise. 


Answer: Items 5605 of Western Trunk Line Tariff 126-C, 
Agent E. B. Boyd’s I. C. C. No. A-1468, reads as follows: 


Rates to or from stations in Colorado on the A. T. & SF. 
and D. & R. G. W. west of Pueblo, Colo., as named on pages 256 
to 258, inclusive, will, in the absence of specific rates to or-from 
such points, be made by adding to or from the rates shown in 
Section No. or to the rates shown in Section No. (whichever 
is lower) the rates shown in other tariffs lawfully on file with 
the Interstate Commerce Commission; but if the rate so made 
exceeds the rat( applying in the same direction to or from a point 
beyond taking Salt Lake City, Utah, rates, the Salt Lake City, 
Utah, rate will apply. Also if the rate so made exceeds the rate 
applying in the same direction to or from a point beyond taking 
Missouri River rate, the Missouri River rate will apply. 


This item, together with the statement on the title page 
of this tariff that the tariff contains, in addition to rates on 
classes and commodities between Ogden and Salt Lake City 
and points taking the same rates or arbitraries higher, and 
points in the groups specified, basing rates from or to Pueblo 
and A. T. & S. F. and D. R. G. W. Colorado stations west 
thereof, is authority for the application of the rates named in 
this tariff in Sections 5 and 6 on traffic originating at any point 
in the United States, there being no restriction in the tariff, in 
our opinion, which limits the application of the rates named in 
Sections 5 and 6 to traffic originating at points located in the 
territory covered by groups 1 to 16, inclusive, of this tariff. 

The only limitation upon the application of the basing rates 
in this tariff is that they will not apply where specific rates 
are published to and from points covered by Sections 5 and 6. 


EX-LAKE IRON ORE RATES 


Hearing was begun this week in I. and S. 2709, rates on iron 
ore off the lake, from Chicago to Granite City, before Examiner 
Fleming at Chicago. 


W. C. Maxwell, vice-president in charge of traffic of the 
Wabash, was the first witness for the respondents, testifying 
to the need of the manufacturing district around St. Louis for 
a lower rate on iron ore to allow- manufacturers there to com- 
pete with those in the Chicago district. He told of the invest 
ment of the St. Louis Coke and Chemical Company in new 
equipment and plants and said that company had materially in- 
creased its potential production of pig iron. He said to enable 
the manufacturers in the inner and outer zones of that tert 
tory, the railroads serving them had endeavored to have pub 
lished a rate of $1.20 a gross ton on iron ore coming off the 
lake as contrasted with the present rate of $1.40. 


Cc. C. Cameron, for the Illinois Central, entered testimony 
intended to justify the lower rate against the protests of other 
carriers in the Chicago district who contended that the rate 
was tco low to return a proper revenue. He introduced com- 
parisons of the return earned by the iron ore rate with that of 
“livestock rates to show that the former earned as much oF 
more.’ 


A. F. Cleveland, for the protestants, said Mr. Cameron had 
made an unfair comparison of returns when he used livestock 
as against iron ore. He said that everyone knew that livestock 
rates were confiscatory and that the level of livestock rates 
would have to be raised 20 per cent before they would be 
properly compensatory. He said that, if the Illinois Central 
were to readjust its rates to the level of the livestock rates, 
the road would soon be in the hands of a receiver. 
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New York—Californi 
THE GROUNDWORK 15 Piney a . — 


Passenger and Freight 


Itinerary: New York—Havana—Panama Canal— 
FOR THAT COMPL AINT Balboa—San Diego (Westbound)—Los Angeles—San 
Francisco. 

Through Bills of Lading to or from other Pacific 

Coast ports; also European, West Indian, Canadian, 
Hawaiian, Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as bag- 

gage at moderate charge. All steamers equipped for 

refrigerator cargo. 


Proposed Sailing Dates 


Calls for: 
lst—Careful analysis 


— ; Westbound from New York Eastbound from San PranciscoLos Angeles 

and Proper presentation of facts S.S. Manchuria Aug. 19 S.S. Finland Aug. 21 Aug. 23 
S.S. Mongolia Sept. 2 S.S. Manchuria Sept.11 Sept. 13 
S.S. Finland Sept. 16 S.S. Mongolia Sept. 25 Sept. 27 


3rd—Comprehensive, intelligent, 
accurate exhibits 


We handle any or all these features of a com- 
plaint or suspension request, know what is 
necessary and are equipped to render efficient 
service. 
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SERVICE DEPARTMENT PANAM 


Pac 


THE TRAFFIC SERVICE CORPORATION INTERNATIONAL MERCANTILE MARINE COMPANY 
Pier 61 North River, N. Y. C. 1 Broad . ME. SC. 
“AT YOUR SERVICE”’ (W. 28rd St.) Tel. Cheisea 6760 Tel. Bowling Green 8800 
Mills Buildin Chicago, 827 So. La Salle St. Boston, 84 State Street 
i s Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
Washington, D. C. San Francisco, 60 Caliserata we. - West Coast Agents, Pacific 8.8. Co. 
os Angeles, ntr: gz. 
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FREIGHT FORWARDERS 
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r ee City Delivery Service Twice Daily to all Parts 
a C i T Y of Greater Kansas City 

y THE H aa OF AMERICA Consolidated Car Service With Free Store Door Delivery f | 
- Most Complete and Up-to-Date System of | 


Stock Records and Reports 


——. 


ADAMS 
Transfer & Storage Company 


228-236 West 4th Street 


Located in the Heart of the Wholesale District 


Low Insurance Rates Modern Warehouses 
Prompt and Efficient Service 
CHAMBER OF COMMERCE OF THE U.S. 
MEMBERS | CHAMBER OF COMMERCE OF KANSAS CITY 

AMERICAN CHAIN OF WAREHOUSES 
TRAFFIC CLUB OF KANSAS CITY, MISSOURI 

Represented by American Chain of Warehouses 

260 West Broadway, New York City 203 S. Dearborn St., Chicago, Ill. 
Phone Walker 7195 Phone Harrison 3300 


Write Us for Information and Rates 
RESPONSIBLE RELIABLE REASONABLE 
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Personal Notes 





W. J. Hammond, formerly assistant traffic manager of the 
Inland Steel Company, has been made traffic manager to suc- 
ceed the late C. L. Lingo. 

Charles E. Cost has been appointed commercial agent of 
the Erie at Indianapolis. F. A. Gilbert has been made com- 
mercial agent at Los Angeles. N. C. Frick has been appointed 
general agent at Omaha. T. J. Williamson has been made gen- 
eral agent at Columbus, Ohio. 

E. L. Burbank has been appointed assistant general freight 
agent of the Illinois Central. 

W. C. Walker, traffic manager of the Gainesville-Midland, 
died July 28, following an illness of only a few hours. 

H. E. Martinez has been made Mexican traffic representa- 
tive of the M. K. T., at Mexico Ctiy. 

M. J. Anuta, formerly manager of the Cloverdale (Mich.) 
Shippers’ Service, has been made traffic manager of the newly 
organized traffic department of the Menominee Chamber of 
Commerce. 

Cc. A. Bland has been made traffic manager of the board of 
harbor commissioners, Long Beach, Calif. 

W. J. Elliot has been made assistant general freight agent 
of the Great Lakes Transit Corporation at Minneapolis. R. L. 
McDonald has been made agent at St. Paul. 

P. Nichols has been made port agent at Port Tampa, Fla., 
of the Atlantic Coast Line. 

O. H. LaZelle has been appointed traffic manager of the 
Lake Shore Electric Railway at Sandusky, O. 

J. F. Hogan, general freight agent, Rock Island Lines, Chi- 
cago, has been elected vice-president of the Belt Railway, and 
the Chicago & Western Indiana. R. H. Lee, vice-president and 
chief engineer of the two companies, has been promoted to 
president. 

J. W. E. Trefz has been appointed general agent, Rock 
Island Lines, at Phoenix, Ariz., succeeding R. R. Seeds, who 
died. He will be succeeded as traveling freight agent at El 
Paso by F. S. Brooks, Jr., son of F. S. Brooks, general live 
stock agent, Rock Island Lines, Chicago. 

A. P. Smirl, assistant traffic manager, New Orleans, has 
been transferred to Dallas and will have jurisdiction over 
the solicitation department of the Texas and Pacific. C. W. 
Brosius, general freight agent, New Orleans, will have juris- 
diction over Louisiana freight traffic, reporting to General 
Freight Agent Schonfelder, Dallas, on matters other than so- 
licitation, and to Assistant Traffic Manager Smirl, Dallas, on 
solicitation matters. R. R. Hollinger, assistant general freight 
agent, has been transferred to New Orleans. T. E. Little has 
been appointed general traveling freight agent, Dallas, suc- 
ceeding N. L. Rankin, promoted. Frank Wilson has been pro- 
moted to general agent at Texarkana, Tex. J. A. McCaul has 
been appointed general agent Amarillo, Tex. 

President Dalton, of the U. S. Fleet Corporation, has ap- 
pointed as his secretary, Alfred B. Crossley, of Topeka, Kans., 
formerly secretary to Senator Curtis, of Kansas. Mr. Crossley 
has been practicing law recently in the District of Columbia. 
Joseph E. Sheedy, who resigned as European director for the 
Fleet Corporation when Elmer E. Crowley was head of the 
corporation, has been appointed to the same position by Presi- 
dent Dalton. He will succeed Captain Warren F. Purdy, who 
will be assigned to other duties. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Sioux City. will hold its third annual 
outing and picnic at Riverside Park, August 8. Athletic con- 
tests, a baseball game and other entertainment has been planned. 
The club has approved the resolutions regarding arbitration 
and regional appointments to the Commission, as adopted by 
the Associated Traffic Clubs of America at Dallas. 





The Women’s Traffic Club of Los Angeles has approved the 
slogan adoped at the Dallas meeting of the Associated Traffic 
Clubs of America. A committee has been appointed to investi- 
gate and make recommendations regarding the resolutions 
adopted at that meeting. 





The Traffic Club of Newark, N. J., will hold its annual 
outing, September 16. The regular monthly meeting will be 
held September 13. 





The Worcester Traffic Association held its annual outing at 
the Leicester Country Club, July 29. After a buffet luncheon 
the members played golf, enjoyed an indoor entertainment, and 
entered into athletic and stunt contests. Dinner was served 
at the club house and prizes were awarded to winners of the 
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events. Mayor O’Hara was a guest of honor. Fifty traffic me 
from Boston and Springfield, among them Gerrit Fort, vicg 
president of the Boston & Maine; J. N. Gall, division agey 
for the B. & M., and I. T. Sorge, general agent, Boston, of the 
Dollar Line Steamship Company, were guests. 





The Chattanooga Traffic and Transportation Club wag op. 
ganized at a meeting in the Read House, August 2. The fo} 
lowing officers were elected: J. Lloyd Griffith, of the Dixie 
Portland Cement Company, president; vice-presidents, H, Pp 
Bohr and W. H. Roberts; Bert R. Shepherd, secretary-treasurer 
The board of governors will be composed of the officers and the 
following: George R. Wright, W. C. Stephenson, T. A. Smith 
J. L. Darrah and R. L. Gardner. T. B. Curtis, vice-president of 
the Associated Traffic Clubs of America, addressed the ag. 


sembled traffic men, explaining the object of the organization 
and its scope. 


L. W. Land having been transferred from Tulsa to §. 
Louis, W. W. Stumph, traffic manager, International Supply 
Company, has been appointed by the board of governors to the 
presidency of the Traffic Club of Tulsa, to fill the unexpireg 
term of Mr. Land. Election of new officers will be held in No. 


vember. No action has been taken to fill Mr. Stumph’s place 
as first vice-president. 


TEN PER CENT INCREASE IN TRAFFIC 


The Trafic World New York Bureay 

An increase of 10.4 per cent in the number of cars of freight 
interchanged between railroads in the New York district, which 
is considered a good measurement of business conditions, is 
reported in a trade analysis issued by the Atlantic States Ship. 
pers’ Advisory Board for the first six months of 1926. The 
figures are based on information furnished by E. J. Cleave, 
on York district manager of the American Railway Associa 
ion. 

Mr. Cleave showed that the total number of cars inter. 
changed in the local terminal district for the first half of 1926 
was 1,058,567, compared with 959,091 for the same period of 
1925. A new high mark was established in May with 195,652 
cars, against 194,057 in March. Grain shipments in the New 
York territory totaled 27,590 cars, a decrease of 3.4 per cent 
under the first half of 1925. The decline in grain took place in 
the second quarter, as the figures for the first quarter indicated 
an increase of 11.9 per cent. 

A total of 7,289 cars of grain were unloaded to elevators 
and boats in the Philadelphia terminal district, as compared 
with 17,015 cars during the corresponding period of 1925, a 
decrease of 57.1 per cent. This decrease is attributed to the 
large number of small orders received for export grain which 
are being handled through the port of New York. The Phila- 
delphia terminal handles only full cargoes. 

In spite of the anthracite strike, the report of the Atlantic 
States Board shows that there were 221,124 cars of coal u- 
loaded at tidewater points in the New York harbor district, 
an increase of 13,715 cars or 6.6 per cent over the first half 
year of 1925. The movement of bituminous coal continues 
normal, the report explains, although there has been a notice 
able increase in the anthracite movement, due to dealers and 
consumers building up their winter supply after the suspension 
of the anthracite strike. 

Eastbound traffic lighterage freight in the New York ter- 
minal district, which is considered an accurate index of the 
movement of general merchandise and miscellaneous freight, 
totaled 169,503 cars for the first six months of this year, an 
increase of 2.38 per cent over the same period a year ago. The 
lighterage movement in the Philadelphia district amounted to 


17,240 cars, an increase of 18.5 per cent over the first six months 
of 1925. 


PETITIONS FOR REHEARING, ETC. 

The complainants in No. 15993, Pacific Coast Shippers’ AS 
sociation et al. vs. Akron, Canton & Youngstown et al., have 
asked the Commission for reargument therein before the entire 
Commission. . 

The complainant in No. 15994, Colgate & Company vs. New 
York Central et al., has petitioned the Commission to grant @ 
rehearing therein. 

The defendants in No. 16937, Tennessee Electric Power 
Company vs. Louisville & Nashville Railroad et al., have asked 
the Commission to modify the order therein. 

The complainants in No. 15614, Sub. No. 1, Georgia Veneer 
& Package Company vs. Atlanta, Birmingham & Atlantic Rail- 
way Company, B. L. Bugg, receiver, et al., have asked the 
Commission to grant a further hearing therein. 

The defendant, The Wichita Northwestern Railway and 0. 
P. Byers, receiver, in No. 13406, Corporation Commission of 
Oklahoma vs. Arkansas Railroad et al. has asked the Com 
mission to amend its order therein. 


lization 


to St. 
Supply 
to the 
expired 
in No- 
3 place 


FIC 
k Bureay 


freight 
which 
ons, is 
3 Ship. 
. The 
Sleave, 
Ssocia- 


inter. 
f 1926 
iod of 
195,652 
> New 
r cent 
ace in 
icated 


vators 
ipared 
925, a 
Oo the 
which 
Phila- 


lantic 
al un- 
strict, 
> half 
‘inues 
otice- 
; and 
nsion 


x ter- 
f the 
eight, 
r, an 

The 
ad to 
onths 


have 
ntire 
New 
nt a 


ower 
sked 


neer 
Rail- 
the 


d 0. 


THE TRAFFIC WORLD 


Transfers of Traffic at Ng Efficient switching 
Peoria are handled in a LP ww & — eat aied 
few hours, instead of the So ollowing railroads: 
" - fs AS P Peoria & Pekin Union Railway Company 
days required in the ae yj me Atchison, Topeka & Santa Fe Railway Co. 
2 [Re 4 Chicago & Alton Railroad Company 
larger and heavily con- Se odie Chicago & Northwestern Railway Co. 
. a e Chicago, Burlington & Quincy Railroad Co. 
gested terminals. ; y scp: Chicago & Illinois Midland Railway Co. 
a — Rock Island & Pacific Railway 
, ‘ mpany 
This rapid transfer between the , Cleveland, Cincinnati, Chicago & St. Louis 
sixteen railroad lines entering Railway Company 
Peoria has caused Peoria to be Illinois Central Railroad Company 


“ Illinois Traction System 
looked upon as the most efficient Minneapolis & St. Louis Railroad Company 


link in the shipping of fruit and New York, Lhicare & St. L. R. R. Co. 


i W. Dist.) 
other perishables. ME ge be 
Peoria Railway Terminal 
This same factor of efficiency has Toledo, Peoria & Western Railroad 
also affected the routing of ship- ; 
ents of building materials and fj _Freight Rates on through traffic 
0 commodities that require ° N via other gateways between East- 


- ern and Western Railroads equalize 
speed in transfer. ees = - via Peoria, Illinois, gateway. 
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MISSOURI PACIFIC LINES 


1 (Asherton and Gulf; Gulf Coast Lines; Houston and Brazos Valley; International 
Great-Northern; Rio Grande City Ry.; San Antonio, Uvalde and Gulf; 
Sugarland Ry.) 
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10,035 Miles 


OF RAILWAY SERVING THE 





SANTA FE 


West, South, Southwest 
Fast—Dependable 


Freight and ° 
Passenger Service or" — 


The Map Tells The. Story! \ 


SEVEN MISSISSIPPI RIVER GATEWAYS al ae 
DIRECT LINES TO THREE GULF PORTS 
THREE MEXICAN GATEWAYS 


Direct service to and from Lower Rio Grande Valley 
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The shipping and travel experts of the Greater Missouri Pacific Lines will eyXalaie } 
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gladly help in the handling of your transportation requirements a LIN 
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L. W. Baldwin, President ore 
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OCEAN RATES STEADY ON LOWER BASIS 


The Trafic World New York Burean 


The export coal situation continues to dominate the ocean 
freight market in chartered vessels. In the last week rates 
have declined slightly under the influence of negotiations for 
termination of the mine strike in Great Britain, but appear to 
have become stabilized at a moderately lower level pending 
further developments. Within the last two or three days new 
buying of coal has been reported. Several vessels have been 
fixed for movement from United States to United Kingdom 
ports at $3.85 a ton, and to Italy at $3.90 a ton. These figures 
represent about the average of fluctuations recently. 


The grain trade has been inactive. European buyers are 
holding back in commitments in the hope of lower rates in 
event the coal strike is settled and releases vessels otherwise 
demanded for the coal trade. Meanwhile grain is piling up in 
the warehouses of Montreal. Bookings of grain on berth ves- 
sels from New York range from 6% to 8 cents per 100 pounds, 
while fixtures of full cargo vessels have been as follows: From 
Montreal to the United Kingdom, August loading, 3s 3d to 3s 
6d per quarter; to Antwerp-Rotterdam range, 14 cents per 100 
pounds; to the Antwerp-Hamburg range, 15 cents; to the Med- 
iterranean, 18 cents. Considerable interest is shown in August 
and September loadings from the Gulf, but as there is a wide 
gap between the prices offered by shippers and those demanded 
by owners, business has been inactive. The current range of 
fixtures from the Gulf to the United Kingdom is 4s per quar- 
ter; to the Antwerp-Rotterdam range, 18 cents; to the Antwerp- 
Hamburg range, 1844 tol9 cents; to the Mediterranean, 21 to 22 
cents. 

If the demand from abroad for grain develops shortly, as 
many brokers anticipate, it is expected that the August freight 
market will be a repetition of that in July, with moderately 
high rates for prompt vessels and lower quotations for futures. 

The sugar trade showed strength, with the fixture of ves- 
sels from the north side of Cuba to north of Hatteras at 17 
cents, representing a further advance in this traffic. 

Local shippers are informed of a Spanish royal order pro- 
viding that the name and address of the consignee need no 
longer be given on certificates of origin for shipments to Spain. 
A certificate may now be drawn “to order” or to any person 
and may be endorsed, with the requirement only that the in- 
dorsee write his acceptance of the order and the date on the 
back. 

The depressing effect of the mine strike on British ship- 
ping is shown in the report of the Chamber of Shipping for 
the second quarter ending with June 30, recording an increase 
in the idle tonnage to 859,739 against 359,848 tons on March 31 
and 407,664 on December 31. 

Commenting on reports from Montreal of an embargo on 
United States grain shipments, local shippers and freight brok- 
ers declare that the grain congestion is due to the lack of new 
buying on the part of Europe and not to a shortage of vessels. 
M. D. Moore has received the following telegraphic informa- 
tion: “See no chance present embargo American wheat or 
rye Montreal. Newspaper articles really refer large quantities 
American corn which some shippers wanted sent here for stor- 
age without any guarantee would be exported in reasonable 
time.” 

Keener competition in the westbound intercoastal trade is 
foreseen as a consequence of the entry of the Ocean Transport 
Company into the eastbound lumber traffic on a tramp basis 
with three ships now in operation and two others to be added 
later. These will have considerable space for return voyages 
and will tend to disturb the present balance of trade. 


According to reports in shipping circles, the Peruvian 
Steamship Company of Callao is planning to set aside three of 


its largest vessels for the regular service between New York 
and Callao. 


Rates for lumber cargoes from the Pacific to Atlantic ports 
in September will be $14 per 1,000 feet, comparing with $10.50 
and $11 recently, and according to present indications the trend 
will continue upward to a basis of $15 by October. The slump 
in business last spring, following the collapse of the Florida 
boom and the scarcity of cargoes from the west coast, resulted 
in a break in rates from the previous high level of $15 and $16. 
At present the steamship lines are getting good rates due to 
heavy offerings of seasonal products from California, especially 
canned and dried fruits and vegetables. This movement is re- 
ported to be the largest in several years. There are heavy offr- 
ings of lumber for August vessels at $13 per 1,000 feet. 

All services from the Pacific coast. to the west coast of 
South America have announced the omission of Buenaventura, 
Colombia, as a port of call, due to local congestion there. It 
is reported that traffic flowing through this seaport is so far in 
excess of the terminal and storage facilities that cargo is being 
stored in churches and other public buildings, and that large 
vessels have been delayed as long as three weeks in unloading. 
In conformity with lines from the North. Atlantic and Europe, 
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Pacific coast lines have announced an increase of 10 to 25 
cent in the surcharge on Buenaventura business, and jp a 
tion a charge of $1.80 a ton for the on-carrying veaselg an 
deliver freight after transshipment at the Panama Canal = 
Swayne & Hoyt, general agents of the Pacific-Caribbe 
Gulf Line, have announced reduction from 70 to 60 cents - 
100 pounds in the rate on canned goods from the Pacific ¢ 
to east coast Mexican ports and from 96 to 80 cents on pre 
fruits. These are effective to Vera Cruz in late August - 
to Tampico in early September. * 
A newly formed association of fruit growers in M 
seeking from the government one of the National Lin 
ships to be used as a fruit vessel for the shipments of Orange 
and other products next season. At present there igs Said t 
be an abundance of Mexican oranges which are exported only 
to Canada via New York. Last year they sold in Montreg| at 
about $4 per box, as compared with $1.50 in Mexico City ang 4) 
cents paid to the growers. One of the objects of the new associ. 
tion is to increase shipments to the United States and Europ 
and to increase the prices. 
The plans of the New York Cotton Exchange to enter int 
a twenty-year contract with the Bayway Terminal Company fo 
the development of New York as a cotton port have developej 
strong opposition from labor and local real estate interests 
Stewart Browne, president of the United Real Estate Owner’ 
Association, attacked the plan as “monopolistic” and one which 
“would transfer the entire cotton storage from New York t 
New Jersey.” He said that over 400,000 bales of cotton ar 
now received and stored in New York warehouses each year ani 
that such storage has for years been considered legal delivery 
under cotton contracts. He questioned the reliability of the 
guarantee of low rates given by the Bayway Terminal Company, 
An attack on the contract from another angle was made by 
Joseph Ryan, president of the Central Trades and Labor Cou. 
cil and vice-president of the International Longshoremen’s As. 
sociation, who pointed out that other warehouse concerns hai 
offered rates as low or lower for one to three years, but refused 
to bind themselves for twenty years. He asserted that it was 
not sound business to guarantee rates for the latter peried 
when they might be inadequate to cover the actual costs of 
storing and handling cotton if there should be an upward fluc 
tuations in labor, taxes, building maintenance, insurance and 
other items beyond the control of the warehousemen. 
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PREFERENTIAL RATES APPROVED 


Ocean passenger fares representing reductions of from one 
third to one-half of the regular fares, for aliens who served 
with the United States army abroad in the world war and who 
are now in Europe, were approved this week by the Shipping 
Board. The veterans were discharged from the army abroad 
in order that they might visit their homes. Later, when some 
attempted to return to the United States, they found they could 
not do so because of the immigration quotas under the re 
strictive immigration law. Congress corrected that situation 
by a special law and later enacted a law authorizing the Shipping 
Board to grant preferential rates to the alien veterans. The 
alien veterans may return to the United States, at the special 
rates, on vessels operated by the United States Lines between 
October 1 and June 30. The rates approved are as follows: 


Third class and tourist class—All steamers from Bremen, Cher- 
bourg and Southampton $35. Passengers to be assigned to Tourist Ill 
Cabin whenever transportation is requested on a steamer carrying 
this class of passengers. Third class necessarily assigned when only 
third class passengers are being carried. 

Second Class—On ‘‘George Washington” from Bremen, Cherbourg 
and Southampton $55, or “Leviathan”? from Southampton and Cher- 
bourg $55. 2 

Eabin Class—On ‘President Harding,” ‘“‘President Roosevelt” and 
“Republic” from Bremen, Cherbourg and Southampton $75. 

First Class—On ‘“‘George Washington” from Bremen, Cherbourg 
-—s — $100, on “Leviathan” from Southampton and Cher- 
ourg $130. 


SHIP SALES 

The Shipping Board has adopted the policy of requiring 0 
ships sold from the laid-up fleet a minimum of 10 per cent cash, 
balance over period of ten years instead of the previous re 
quirement of twenty-five per cent cash, balance in ten equal 
annual payments. 

The board also adopted a policy that hereafter all buyers, 
unless the terms of sale provide otherwise, be charged for it- 
ventory items according to standard lists now in course of 
preparation. 

Commissioner Myers will recommend to his colleagues the 
sale of the cargo services of the Oregon-Oriental Line and 
the Admiral Oriental Line. He has come to the conclusion 
that that should be done, basing his opinion upon the facts 
gathered by him in the month he spent on the Pacific coast 
and which he has just finished. He devoted a good deal of his 
time to consideration of the problem caused by those lines. 

Consolidation of the lines has been discussed as a possible 
move but Commissioner Myers, in connection with his announce 
ment that he would recommend a sale, said he was not prepared 
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to make a recommendation on a proposition to consolidate the 
two services. A thought on that subject was that the opinion 
of the west coast shipping men should be taken before anything 
was done. 

As to sale, Mr. Myers thinks the board should offer the two 
lines as a unit or séparately. There are 12 ships in the Oregon- 
Oriental Line and 8 in the other. The ships have a dead 
weight tonnage of about 8,800. Mr. Myers has an idea that even 
if no satisfactory bids are received, the offers will give the 
Board an idea as to what the properties are worth. 

The offer of Tankers Corporation, of New York, to purchase 
the Castana, a Hog Island type cargo vessel converted to a bulk 
oil carrier, for the sum of $200,000 was accepted by the Shipping 
Board, August 2. 

The board also accepted the offer of W. R. Grace & Co. to 
purchase the Deuel at $6.50 a deadweight ton, title to be taken 
by Grace Steamship Company. The Deuel is a vessel of 8,557 
d.w.t., built by J. F. Duthie & Co. in November, 1919, equipped 
with triple expansion engine of 2,520 IHP and 3 Scotch boilers, 
designed to steam about 10% knots on 33 tons of oil a day. 
She is under assignment to the Yankee Line, but is inactive 
at Baltimore, having been out of service since June 17. It is 
proposed to add the Deuel to the company’s fleet operating 
under sales contract with the board in the service between the 
west coasts of United States and South America. The offer 
was accepted subject to such sales agreement, bond and/or 
other documents as may be necessary to properly harmonize the 
intent of this award with the existing service. 

The board also approved the trade name, “American Austra- 
lia Orient Line,” for the consolidated American Far East Line 
and Pacific Australia Line. 





BUSINESS OF AMERICAN PORTS 


The Bureau of Research, Shipping Board, states that a 
total of 25,365,000 tons of foreign intercoastal freight passed 
over the docks of United States seaports in the first quarter of 
1926, and increase of nearly 3 per cent over the same period of 
1925. Nearly 20 per cent of this total was intercoastal cargo. 

Combination of cargo tonnage volume moved in foreign 
trade with that involved in intercoastal traffic through the 
Panama Canal, between Pacific coast and Atlantic and gulf 
coasts furnishes a more nearly complete view of the deep water 
commerce of seaports than is presented by separate surveys of 
the two branches of transportation, the bureau says. 

A current survey presents the activities of twenty representa- 
tive ports which handled approximately 85 per cent of the total 
foreign and intercoastal trades in the first quarter of 1926. 
Comparison of the combined total cargo tonnage activities of 
these ports in foreign and intercoastal traffic during the first 
quarter of 1925 and 1926 is contained in the following table: 


First First 
aS Quarter 

Tons on 
NE fe on notes Sead wis Wialy D.teeeie ebro wo econ alee 6,798,814 6,736,767 
EN I ee ee re en 1,613,648 1,861,849 
ER rer ee ee 1,803,821 1,674,391 

art Ole a hie oh Gadi laliniial nanan ar ehecayaretero eye wh reee 04,074 88,4 
IE Re ae ee ares 671,870 828,273 
SS a ok sala were haere He WHE Cla aeere een 264,551 392,402 
INES a ois oe cgi odin sre.drece 4 sree Che eee ee 231,377 253,200 
a garland ‘ang Gun db BRNO Ohba aOTeRNNS ALE 295,409 306,208 
ce, a doncaiaii as witgilaei oie, swine earanaia le eitaerqiardalt 325,549 274,496 
Or ir ere ee 171,243 151,985 
EE ES ORC OE 2,576,192 2,315,821 
NN ia Mar tans avg 4g Wien las S ah GR nice or OER eS 637,779 85,251 
NN i a oral eam os Si ced satel ace Cer aula al ane Sieg ee 653,469 362,266 
ID a 6 sis) a «i oben Graal e. wrelaret dla We 4 Cad Gal's re WS 215,664 283,606 
NE Beta aca, sa he: eh tte haar ex eck bia weer e. wt Woe 86,35 253,187 
NN, BGI Ae aves Bde Gee OOS owas eRe wie 1,913,681 2,066,657 
SE OD 0 o's Cw nw ae siae cg. omne.eae ser tore an eraee 1,062,470 1,151,417 
eid a gli nln olen tn a Koa e Rey eaaee Gate 395,680 395,781 
Nr 2 ae eee a pe ee 287,111 399,786 
2” Se ee ee eee One een eee, 261,940 332,620 


GENERAL OIL INQUIRY 


The Trafic World Washington Bureau 


Commissioner Meyer, in No. 18458, Rates on Petroleum 
and Peroleum Products within the territory on and east of the 
Mississippi River, and south of the Ohio River, and east of 
the Indiana-Illinois State Line, and from points without to 
points within said territory, has announced the beginning of 
hearings on that subject at St. Louis on October 4, before Ex- 
aminer Keeler. 

Thirteen formal docket cases are assigned for hearing at 
the same time. The notice, however, does not say they have 
been joined with the Commission-initiated case for hearing 
and disposition. The whole matter is still in the formative 
state. Just how many of the forty or fifty cases that have 
or seem to have a bearing on the main questions involved in 
the general inquiry case will be joined with it for hearing 
and disposition is not now certain. There may be additions 
to or subtractions from the thirteen embraced within the scope 
of the hearing to be begun at St. Louis at the time mentioned. 
The notice given by Mr. Meyer is as follows: 
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The Commission has set the above entitled proceedings for ; 
itial hearing at the Hotel Jefferson, St. Louis, Mo., on October 4 
1926, ten o’clock A. M., standard time, before Examiner Keeler 4, 
f any of the interested parties desire to introdue their evi 
—_— Pa — other than — — they should so advise = 

omptly so at arrangements for subsequent hearings 

poe ~~ ~4 ~ made. + 5 Ree. 

e hearings will at best consume a considerable period j 
but it is believed that they can be materially shortened and . bees 
deal of time and expense saved if the interested parties wil] paca 
sent to an exchange of exhibits prior to the hearing. - 
It is requested that parties who intend to introduce evidence ; 
those proceedings advise me on or before August 20, 1926, whether 
they will agree to such a plan of procedure and will be prepared 
to submit exhibits on or before September 20, 1926, to the Com 
mission and to all other interested parties. A list of parties with 
whom exhibits should be exchanged will be subsequently prepared 





“and sent to all interested parties. 


_ The above entitled notice also embraces the followin : 
No. 17280, Lone Star Gas Co. vs. Alabama & Vicksburg Ry. Co ey 
No. 17471, Roxana Petroleum Corp. vs. the C. C. C. & St. L. Ry. ¢’ 
et al., No. 17561, American Refining Co. et al. vs. A & R. R. R. Com. 
pany et al., No. 17870, Tidal-Western Oil Corp. et_al. vs. M. K, 7 
R. R. Co. of Texas et al., No. 17911, Arab Gasoline Co. vs. A. & R, R’ 
Co. et al., No. 18006, Kansas City Refining Co. vs. A. & S. Ry. Co 
et al., No. 18007, Mid Continent Refiners Traf. Assn. vs. W. € W. 
Ry. Co. et al., No. 18061, Transcontinental Oil Co. vs. the A. & V 
Ry. Co. et_al., No, 18199, Standard Oi! Co. (Ky.) vs. A. & V. Ry, 
Co. et al., No: 18253, the Texas Co. vs. A. & R. R. R. Co. et al., No. 
18413, Indian Refining Co. vs. the A. & V. Ry Co. et al., No. 18451 
the Muscle Shoals Oil Co. et al. vs. the A. & V. Ry. Co. et al., No. 


18605, the Caldwell & Taylo ; .. No 
Co. et al. aylor Co. et al. vs. the A. T. & S. F. Ry. 


The Commission’s inquiry grew out of the general attacks 
made upon substantially every rate within the territory men. 
tioned. The situation that developed, so to speak, from a small 
pimple to a rather large boil, grew out of the Commission’s 
decision in a nominally small case involving the rates on refined 
petroleum from points in Texas to Gastonia, N. C., filed by the 
Piedmont Oil Co. After the Commission dismissed that case for 
among other things, its failure to make an attack upon the 
through rate, only the component east of the Mississippi hav- 
ing been assailed, No. 18061, Transcontinental Oil Co. vs. A 
& V. was filed to take up the implied challenge of the Com- 
mission that the through rates from the southwest to the south- 
east should be attacked. Prior to that time attacks had been 
pone lee — —, of — rate structure into and with the 

st and into and within the r i 
of . oe state line. eee 

ithout saying so, in so many words, the Commissi 
lumped them all together in No. 18458 and thereby se 
into issue the reasonableness of every rate within the areas 
described in the caption, so as to make it certain there would 
be nothing left out when the forty or fifty formal complaints 
were disposed of. Primarily the pimple was one involving a 
few rates from the southwest to the southeast, but now it is in- 
tended that the whole rate structure shall be involved. 





BRITISH SHIPBUILDING 


British shipbuilding returns for the second quart 

current year show that there was a further hadion ee 
in that period, according to a cable to the Department of 
Commerce from Commercial Attache Cooper, London. Less 
work was commenced, a lower tonnage volume was launched 
and — amount of work on hand diminished. 

e€ amount under construction at the end 
quarter totaled 845,338 tons and occupied only Py bn oor . 
the berths. Inquiries for new construction are reported to be 
more numerous now, but it is said that few orders are being 
placed. Motor shipbuilding equals 53.8 per cent of steamship 
construction. The shipbuilding outlook does not indicate an 
early recovery, according to reports in England. 


GRAIN PROTESTS EXPECTED 


™ siti The Trafic World Washington Bureau 
en of the Commission who handle questions pertaini 
the suspension of tariffs are expecting a Guan of ph sin do 
on the proposal of the Minneapolis & St. Louis to make a six 
cent reduction in the rates on grain and grain products from 
Minneapolis, St. Paul and Minnesota Transfer to Trunk Line 
territory. The Minneapolis & St. Louis tariff, I. C. C. No. B-649 
bears August 25 as the effective date. ' 
Inasmuch as the competitors of the Minneapolis & St. Louis, 
at a meeting in Chicago, July 30, decided against meeting the 
move of the Minneapolis & St. Louis, the efforts of those opposed 
to the reductions, it is believed, will be centered on a fight to 
have the schedules suspended. Judging from preliminary tele- 
grams and letters the fight will be a vigorous one. Talk of 
the tariff of the relatively small road wrecking the whole grain 
rate structure was begun the minute the action of the M. & 
St. L. became known. A characteristic message, it is believed, 
is that sent by W. J. Kuhn, of the Omaha Grain Exchange, to 
Chairman Boyd of the Western Trunk Line committee, a copy 
of which he also sent to the Commission. In it he said: 





We have indirect information Minneapolis & St. Louis has reduced 
rates on grain and grain products, Minneapolis to the seaboard, six 
cents per hundred pounds and that executive officers of western lines 
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NORFOLK «+ + 


DIRECT ROUTES 


FROM EUROPE 
AND 


SOUTH AMERICA 


RAW MATERIALS 


O industries requiring large sup- 

plies of raw materials—the Nor- 
folk-Portsmouth area of Virginia offers 
great opportunities for economical 
production. 


Situated just half-way down the Atlantic 
Coast, Norfolk is centrally located to huge 
supplies of coal—lumber—cotton—steel and 
tobacco. Eight great railway systems bring 
these materials by quick, short hauls to 
Norfolk’s industries. 


By sea, direct routes from the West In- 
dies, South America and Europe afford a 
constant supply of sugar, molasses, rubber, 
iron ore, fertilizer materials and coffee. 


This favored geographical location is to- 
day the second port on the Atlantic Coast 


and a great center of industrial progress. 
Power—fuel—water are abundant at Nor- 
folk and at lowest cost. Labor is high class 
and contented. Less than 5 per cent of the 
population is of foreign birth. A mild cli- 
mate permits of year round operation of 
outdoor industries. 


ORFOLK’S abundant acreage provides 

unexcelled plant sites at moderate 
cost. A One Million Dollar Revolving 
Fund is available to responsible organiza- 
tions for assistance in the financing of in- 
dustrial sites and buildings. 


Our industrial engineers will be glad to 
discuss with you the problems relating to 
your own industry. All inquiries will be 
held in confidence. Address the Norfolk- 
Portsmouth Industrial Commission, Dept. 
X, Chamber of Commerce, Norfolk, Va. 


NORFOLK- PORTSMOUTH 


Chamber of Commerce 
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will meet in Chicago next Friday to consider proposition of similar 
publication. This market enters vigorous protest against any re- 
duction in the differential, Minneapolis to seaboard versus Missouri 
River to seaboard and if the carriers decide to meet action of Minne- 
apolis & St. Louis we insist same reduction be made from Missouri 
River concurrently with the reduction from the northwest. If the 
executive officers decide not to meet action of the Minneapolis & 
St. Louis we will ask for suspension of tariff as soon as we can 
secure copy as it would be in violation of the law providing against 
discrimination as to locality. Commission has just handed down 
decision in I. and S. No. 2632 adversely to Kansas City Southern 
reduction to the gulf and no doubt were largely governed by their 
expression in docket No. 17000 that earnings of carriers in western 
district would not warrant a downward revision of rates on products 
of agriculture. If carriers voluntarily make these reductions it is 
an admission Commission has erred. Copy of this telegram has been 
sent to R. N. Collyer, also Secretary McGinty. 


Another telegram indicating the amount of heat the pro- 
posal of the Minneapolis & St. Louis seems to have created was 
that sent by F. S. Keiser of the Duluth Board of Trade. He said: 


Recently the Minneapolis & St. Louis railroad filed a tariff 
naming reduced proportional rates to Peoria of eight cents on grain. 
This tariff was never sent to this office and was never given public 
distribution consequently we were not given an opportunity to ask 
for its suspension and it became effective even though it stands_as 
a menace to the entire grain rate structure of the northwest. We 
are now advised the Minneapolis & St. Louis have filed tariff nam- 
ing overhead rates from Minneapolis to Atlantic seaboard naming 
reduced rates of six cents per cwt. on grain. We have not received 
this tariff. We understand it is to become effective August 25. We 
seriously question whether we will receive a copy of it prior to 
August 25. This telegram is a request for the suspension of that 
tariff. We have taken up, with the M. & St. L. and if we can 
get the tariff number from them we will advise you. Certainly 
something should be done to stop this M. & St. L. railroad from 
making preferential rates to favor Minneapolis to the detriment of 
every other community in the northwest. 


We are sending copy of 
this to M. & St. L. railroad. 


A full exposition of the purpose it has in mind has been 
sent to the Commission by the Minneapolis & St. Louis. It 
is trying to restore the all-rail lines from Minneapolis they 
had before the war period and its distortion of the relationships 
by the war in¢reases, made on a percentage basis. 

As figured by it the question is whether Minneapolis shall 
regain some of the all-rail business or whether Duluth-Superior 
shall be allowed to retain the great increase in rail-and-water 
grain movement coming to it, it is asserted, by reason of the 
war-time increases in the all-rail rates, without, as it asserts, 
a proportionate increase in the cost of rail-and-water shipments 
from the near northwest to Trunk Line and New England 
territories. 

A historic support for its proposition, according to the 
justification offered by the Minneapolis & St. Louis, is to be 
found in the fact, as declared by it, that on August 13, 1924, 
the Western Trunk Lines agreed to make a six cent cut in the 
rates in question with a view to giving Minneapolis back some 
of the business the milling interests of that city claim they 
have lost by reason of the changes in relationship. It proposes 
now to publish the rates then agreed upon. 

In support of its contention that the distortion in relation- 
ship has resulted disastrously to Minneapolis, as a market for 
grain and grain products, the Minneapolis & St. Louis said 
that in 1917 Duluth handled 36,886,441 bushels of flaxseed and 
grain while in 1924 Duluth-Superior handled 196,374,356 bushels. 

The proposed rates are to apply only as proportionals on 
grain from northwestern Minnesota, North Dakota and Mon- 
tana. The proposing road said that only Minneapolis and 
Duluth, would be affected by the proposed reduction of six 
cents, although it said it expected other markets would protest 
and make representations on the subject. It said the question 
had come to such a point that it was a question whether the 
extensive milling organization of Minneapolis and the rail lines 
serving that market were to be denied the use of their facilities 
for the handling of business for which they were equipped. 

The Minneapolis interests as early as 1920 began an agita- 
tion for a revision of rates that would allow them to resume 
some business they had had prior to the war and the agree- 
ment of 1924 to publish the reduction of six cents was the 
outcome of that agitation. 

As figured by those who have looked into the matter the 
rail-and-water cost of getting grain and grain products from the 
affected near northwestern territory to Trunk Line and New 
England territories is about 15 or 16 cents under the all-rail 
cost. The six cent reduction, it is asserted, while not creating 
a parity, will enable the Minneapolis market to regain a con- 
siderable tonnage, hence the proposal. 


The Commission has permitted the Omaha, the Burlington, 
the Chicago Great Western, the North Western, the Rock 
Island and the Milwaukee to re-arrange their transit tariffs 
on grain from the Missouri River to Minneapolis and thence 
to the east, on five days’ notice, in special permission No. 
78224, to meet the situation produced by the action of the 
Minneapolis & St. Louis, recently, in cutting the transit rate 
on grain and products from Missouri river territory, transited 
at Minneapolis and shipped to the east via Peoria, three cents. 
At first the competing lines, who unsuccessfully protested the 
change proposed by the Minneapolis & St. Louis, were of the 
opinion that they should not meet the change. 
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ATTACK COMMISSION-MADE RATES 


The Trafic World Washington Bureay 

The Jones & Laughlin Steel Corporation, in No. 18548, 
Jones & Laughlin Steel Corporation vs. Alton & Eastern et qj, 
and the Cleveland Chamber of Commerce, in No. 15547, Cleve. 
land Chamber of Commerce vs. Atchison, Topeka & Sante Fe 
et al., attack the rates on iron and steel articles which the 
Commission allowed to become effective May 29 last, in pur. 
ported compliance with its decision in No. 15110, a Jones ¢ 
Laughlin complaint, decided February 24, 1924. They have 
long been expected. The dissatisfaction of the Jones 
Laughlin Corporation with the outcome of its case was made 
known at various conferences held on the subject of rates 
proposed by the railroads in purported compliance with the 
Commission’s decision. 

Broadly speaking the complaint of the steel company is 
that the rates on the distances in excess of 300 miles are 
contray to all principles of rate-making in that they are higher 
for longer hauls than for shorter ones; that is, that the rate 
of progression shown in those rates is greater than for the 
shorter distances and that for distances between 300 and 620 
miles they approximate or exceed the fifth class rates prescribed 
in the C. F. A. Class Rates, 45 I. C. C. 254, while for the 
shorter distances they are materially lower than the fifth class 
rates. For instance, for distances from 601 to 620 miles, it is 
pointed out, the rate is 106 per cent of the fifth class rate 
while for distances from 301 to 320 miles it is only 89 per 
cent of the fifth class rate. 

“The Commission’s steel scale” the Jones & Laughlin report 
asserts “is constructed on a principle or formula that makes the 
rates for distances over 200 miles high, and makes the rates 
for long distances unduly high in proportion to the rates for 
shorter distances.” To illustrate that point the complaint shows 
that for the first five mile block the rate is 60 per cent of the 
class rate, for 101 to 110 miles it is 78 per cent, for 201 to 210 
miles it is 80 per cent, for 301 to 320 miles it is 89 per cent, 
for 401 to 420 miles it is 97 per cent, for 501 to 520 miles it 
is 102 per cent and for 601 to 620 miles it is 106 per cent. 

The Cleveland complaint points out that until the so called 
Jones & Laughlin case rates were allowed to become effective, 
Cleveland was 2 and 2.5 cents under Youngstown and from 3 
to 7 cents under Pittsburgh to destinations in Indiana and 
Illinois, the 7 cent difference under Pittsburgh being to Spring- 
field and East St. Louis, Illinois, while under the Jones & 
Laughlin rates, so-called, its difference under Youngstown has 
been reduced to one cent and East St. Louis to 31% cents while 


the maximum difference under Pittsburgh had been cut to 4% 
cents at East St. Louis. 


CONDITION OF EQUIPMENT 


Locomotives in need of repair on July 15 totaled 9,709 or 
15.5 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 481 locomotives, 
compared with the number in need of repair July 1, at which 
time there were 9,228 or 14.7 per cent. It was, however, a de- 
crease of 1,515 locomotives under the number in need of repair 
on the same date last year, at which time there were 11,224 
or 17.5 per cent. Of the total number in need of repair, 5,254 
or 8.4 per cent were in need of classified repairs on July 15, an 
increase of 290 compared with July 1, while 4,455 or 7.1 per 
cent were in need of running repairs, an increase of 191 within 
the s#me period. Class I railroads on July 15 had 5,828 serv- 
iceable locomotives in storage, a decrease of 81 locomotives 
compared with the number on July 1. 

Freight cars in need of repair on July 15 totaled 167,422, 
or 7.3 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the American 
Railway Association. This was an increase of 1,834 cars over 
the number reported on July 1, at which time there were 
165,588 or 7.2 per cent. It was, however, a decrease of 32,250 
cars compared with the same date last year. Freight cars 
in need of heavy repair on July 15 totaled 127,040 or 5.5 per 
cent, an increase of 1,574 cars compared with July 1. Freight 
cars.in need of light repair totaled 40,382 or 1.8 per cent, 
an increase of 260 compared with July 1. 


TELEPHONE COMPANY EARNINGS 


Operating income of 71 telephone companies having annual 
operating revenues in excess of $250,000 each totaled $16,847,351 
in May, an increase of $2,048,563 or 13.8 per cent over the 
income for May, 1925, according to compilations made from 
company reports by the Bureau of Statistics of the Commission. 
For the five months ended with May the operating income 
totaled $85,206,754, an increase of $9,975,131 or 13.3 per cent, 
as compared with the income for the same period of 1925. 
The number of company stations in service at the end of May 
was 13,420,748, an increase of 795,072 or 6.3 per cent, over 
the number at the end of May, 1925. 
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PITTSBURGH— 





Put your plant 
“iin it will thrive 
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The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 

favorable climatic conditions—ample rail and 

water transportation — adequate labor — cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


fins 





Pittsburgh;Pa. <i 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 


Montour Railroad Company ~ Oliver Building 
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- 17159, Sub. No. 4. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


THE 


17159, Sub. No. 3. Southern Kansas Grain and Grain Products 
Assn., Wichita, Kans., vs. Alabama Great Southern et al. 

Rates and charges in violation of sections 1, 3 and l5a of the 
act, on grain and grain products when shipped direct or under 
transit privileges via unreasonably circuitous routes through Kan- 
sas City, Mo.-Kans., and/or St. Louis, Mo., and other points. 
Asks rates for the future. 

Same vs. Santa Fe et al. 

Transit privileges, rules and regulations in violation of section 
1 and 3 of the act, on grain and grain products. Asks relief for 
the future. 

17942, Sub. No. 4. Hawkeye Portland Cement Co et al., Allen- 
town, Pa., vs. Santa Fe et al. 

Unjust and unreasonable rates on used, empty, returned cement 
bags from stations in Missouri and Nebraska to Des Moines and 
Mason City, Ia., and Iola, Kans. Asks for just and reasonable 
rates, and reparation. 
ae” The Cleveland (Ohio) Chamber of Commerce vs. Santa Fe 
et al. 

Unjust, unreasonable, unduly prejudicial rates on iron and 
steel articles from points in New York, Pennsylvania, West Vir- 
ginia and eastern Ohio, on the one hand, to points in western 
Ohio and points west thereof to and including Mississippi River 
crossings, between Illinois Freight Association territory and points 
west thereof, on the other hand. Asks for just, reasonable and 
otherwise lawful rates. 

18548. Jones & Laughlin Steel Corp., Pittsburgh, Pa., vs. Alton 
& Eastern et al. 

Unjust, unreasonable, unjustly and unduly discriminatory, and 
unjustly and unduly prejudicial rates on iron and steel articles 
from Pittsburgh and Woodlawn, Pa., to points in Ohio, Indiana, 
Michigan, Illinois, Wisconsin, Missouri, Iowa and Kentucky. Asks 
for just, reasonable, non-discriminatory and non-prejudicial rates. 


. 18549. Old Ben Coal Corporation, Chicago, Ill., vs. C. B. & Q 


et al. 

Unjust, unreasonable, unjustly discriminatory and prejudicial 
rates on coal from Christopher, Ill., to Monroe, Mo. Asks for 
reparation in the form of authority to the railroads to waive the 
collection of the difference between a rate of $2.55 and $3.305. 
— Loose-Wiles Biscuit Co., Chelsea, Mass., vs. Long Island 
et al. 

Unjust, unreasonable, prejudicial and discriminatory rates on 
dog bread, dog biscuits and dog cakes, in less than carloads, from 
complainant’s bakeries in Trunk Line and Central Freight As- 
sociation territory to destinations in Southern Classification ter- 
ritory. Asks for reparation. 

18551. Armour Grain Co., Chicago, Ill., vs. C. M. & St. P. et al. 

Illegal demurrage charges on inbound cars of grain at Milwau- 


kee in December, 1922, and January, 1923. Asks for return of 
overcharges. 
. 18552. Jersey Central Power & Light Co., New York, N. Y., vs. 


New York & Long Branch et al. 

Unjust, unreasonable and unduly prejudicial rates on anthracite 
coal from points in Pennsylvania to Belmar, Long Branch and 
Lakewood, N. J. Asks for reparation. 

18553. Jersey Central Power & Light Co., New York City, vs. 
Delaware, Lackawanna & Western et al. 

Unjust, unreasonable and unduly prejudicial rates on soft_coal 
from points in Pennsylvania and West Virginia, to Chatham, N. J. 
Asks for reparation. 


. 18554. Wyeth Hardware & Manufacturing Co. et al., St. Joseph, 


Mo., vs. Alton & Eastern et al. 

Unjust, unreasonable, unduly prejudicial and unduly _prefer- 
ential rates on iron and steel articles from points in Wisconsin, 
Ohio, New York, Pennsylvania, West Virginia, Illinois, Indiana, 
Towa and Missouri to Atchison, Kans., and St. Joseph, Mo. Asks 
for just and reasonable rates, and reparation. 
18555. The Tennessee Electric Power Co., 
vs. Louisville & Nashville et al. 

Unjust and unreasonable rates, in violation of the fourth sec- 
tion, on electric transformers, oil and valves and pipe fittings 
from Ocoee, Ga., to Ladds, Tenn. Asks for reparation. 

18556. Chevrolet Motor Company of Michigan, Division of Gen- 
eral Motors Corporation, Detroit, Mich., vs. C. R. I. & P. et al. 

Unjust, unreasonable and illegal rates and charges on passenger 


Chattanooga, Tenn., 


automobiles from Flint, Mich., to Brownwood, Tex. Asks for 
reparation. ; 
18557. United Zinc Smelting Corporation, New York City, vs 


B. & O. et al. 

Unjust, unreasonble, unjustly discriminatory and unduly prej- 
udicial rates on sulphuric acid in tank cars_ from Moundsville, 
W. Va., to points in Pennsylvania, Ohio and West Virginia. Asks 
for lawful rates and reparation. 


. 18558. Southern Tron & Metal Co., Beaumont, Tex., vs. Beaumont, 


Sour Lake & Western et al. 

Unjust and unreasonable rates on scrap metals from Beaumont, 
Tex.. to St. Louis. Asks for just and reasonable rates, and rep- 
aration. 

18558, Sub. No. 1. Sampson Iron & Metal Company, Beaumont, 
Tex., vs. Santa Fe et al. 

Unjust and unreasonable rates on scrap metal from Beaumont, 
Tex., to St. Louis. Asks for just and reasonable rates and rep- 
aration. 

18559. Kentucky Farm Bureau Federation, Louisville, Ky., vs. 
Cc. & O. et al. 

Rates on live stock in violation of section 1 of the act, he- 
tween points in the state of Kentucky and markets at Cincin- 
nati. Evansville and Louisville. Asks rates for the future. 


. 18560. Saline County Coal Corp., Harrisburg, Ill., vs. Chicago & 


North Western et al. 

Rates in violation of sections 1 and 3 of the act, on bituminous 
coal screenings from Harrisburg, Ill., to Watertown, S. D. Asks 
reparation. 
a a — Electric Porcelain Co., Macomb, Ill., vs. C. B. & 

. et al. 

Unreasonable rates on porcelain insulators from Macomb, IIl., 
to New Orleans, La. Asks rates for the future, and reparation. 


- 18563. Caldwell & Taylor, Cincinnati, O., vs. C. R. I. & G. et al. 


Unreasonable charges, in violation of sections 1 and 4 of the 
act, on benzol from Rosita, Mex., to Ivorydale, Ohio, via Eagle 
Pass, Tex. Asks reparation. 


- 18564. The Cudahy Packing Co. et al., Chicago, Ill., vs. B. & O. 


et al. 
Rates in violation of sections 1, 4 and 6 of the act, on dressed 
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poultry from Sioux City, Ia., to Philadelphia, New York, Bost, 
and other eastern destinations. Asks relief for the future pee 
reparation. ; 
18565. The Live Stock Freight Bureau, Ft. Worth, Tex., y, 
Santa Fe et al. an 
Charges in violation of sections 1 and 6 of the act, on stock 
cattle from New Castle, Tex., to Grand Summit, Kans. Ag, 
reparation. ‘ 
18605. The Caldwell & Taylor Co. et al., Cincinnati, 0, ys 
Santa Fe et al. se 
Rates in violation of sections 1 and 3 of the act, on gasoline 
to Cincinnati, O., from groups designated as one, two and thre 
of the so-called Mid-continent field in Arkansas, Kansas, Missouri} 
Oklahoma and Texas, as compared with rates to points in Ip: 
diana. Asks rates for future. 
No. 18561. Mitchell Chamber of Commerce, Mitchell, S. D., vs. c. y 
& St. P. et al. aii 

Rates in violation of the first three sections of the act, on aij 
commodities because of defendants’ charge of 1.5 cents per cyt 
with a minimum charge of $5 per car for switching service oy 
line haul from a point on one defendant’s line when destined to 
Mitchell consigned to an industry located on other defendants’ 
lines, and the same charge is applicable on C. L. which originates 
at industry located on one defendant’s line at Mitchell and js 
destined to some point on other defendant’s line which consti. 
tutes an interstate haul. Asks rates for the future. 

No. ea ‘ea C. Wheaton Company et al., Millville, N. J., vs. B. & 

. et al. 

Rates in violation of sections 1 and 3 of_the act, on ground flint 
and glass sand from Berkeley Springs, Cacapoon, and Hancock 
pd Va., to Millville, N. J. Asks rates for the future, and repara. 

n. 


a a i The Casey Hedges Co., Chattanooga, Tenn., vs. B. & 0 
al. ; 
Rates and charges in violation of sections 1, 4 and 6 of the act 
on fire brick from Oak Hill, Ohio, to Ferriday, La. Asks rates 
for the future, and reparation. 
* eateries Co. et al., Boston, Mass., vs. Ann Ar- 
or et al. 

Unjust, unreasonable, preferential and discriminatory charges 
on fibre and reed furniture in three classification territories; al- 
leges that classification ratings applicable to transportation of 
reed and fibre furniture are in violation of sections 2 and 3 of 
the act. Asks reasonable rates and classification ratings. 

No. 18569. The Vineland Basket Co. et al., Vineland, N. J., vs. Penn- 
sylvania et al. ‘ 

Charges in violation of section 1 of the act, on gum and other 
logs from points in Virginia and North Carolina to Vineland 
Bridgeton and Millville, N. J., and Pocomoke, Md. Asks cease and 
desist order, and reparation. 


No. 


No, 





ANTHRACITE INVESTIGATION 


Answering the separation petitions of the Public Utilities 
Commission of Connecticut, the New England Governors’ Fuel 
Committee, the New England Traffic League and others, in No. 
15006, the anthracite investigation, the Pittsburgh Eastern Coal 
Rate Committee and the Pittsburgh Chamber of Commerce 
assert that the issue as to the rates from producing fields to 
tidewater piers had always been present in this proceeding. The 
most complete proof of this assertion, they say, lies in the 
original report of the Commission, 101 I. C. C. 363, wherein 
rates are prescribed for the transportation of anthracite coal 
from mines served by the Readffig to Port Richmond Piers, 
Philadelphia, for transshipment by water. 

The Pennsylvanians assert that in the petition of the New 
England governors, there is a wholly unwarranted inference that 
there is collusion between the anthracite producers and the 
soft coal operators of Pennsylvania to inflict higher fuel costs 
upon the people of New England. 

“This record contains no justification for any such infer- 
ence,” say the Pennsylvanians. “The fact is that no such 
collusion exists nor is there any likelihood of any such situation 
existing in the future.” 

No evidence of emergency, either present or prospective, 
necessitating the separation of the issues for the purpose of 
hastening decision of the issues raised by the petitioners, the 
Pennsylvanians said, was to be found in this record. They 
had expressed their desire for joint rates on coal of all grades, 
they said. Further, they said, that in the commercial markets 
for the mine run coal the all-rail trade and the tidewater trade 
were so intimately related and so closely intermingled, that they 
believed it to be impracticable, intelligently, to consider the one 
without giving equal consideration to the other. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
July 15-22, inclusive, was 218,627, as compared with 235,839 
cars in the preceding period, according to the car service 
division of the American Railway Association. The average 
daily shortage was 284 cars, made up of 212 box, 43 flat, 25 
gondola, 2 hopper and 2 refrigerator cars. The surplus was 
made up as follows: 


Box, 97,805; ventilated box, 1,000; auto and furniture, 15,353; 


total box, 114,158; flat, 3,942; gondola, 36,114; hopper, 28,808; total 
coal, 64,922; coke, 1,930; S. D. stock, 16,444; D. D. stock, 3,233; re- 
frigerator, 12,943; tank, 520; miscellaneous, 535; total, 218,627. 

Canadian roads reported a surplus of 25,857 cars, made up of 
23,200 box, 1,400 S. D. stock, 950 refrigerator and 307 mis- 
cellaneous cars. 

In The Traffic World of July 31, p. 266, the average daily 
surplus of freight cars in the period July 8-14, inclusive, was 
erroneously given as 325,839. The figure should have beeu 
235,839. 
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These GMC features mean 


Low Running Expense 
and greater truck profits 


ot 
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One of the fleet of GMC Trucks in the 
service of System Delivery Co., Seattle, 
Wash. This truck makes the round trip 
from Seattle to Bellingham, Wash., 
every night, hauling the Seattle Post 
Intelligencer, and does transfer work 
during the day, running approximately 
7000 miles per month. 


Gas; oil; tires;—these items of expense can make or 
break your truck profits. The GMC you buy today is 
the direct result of 24 years ofsuccessful truck build- 
ing. And this long experience, plus General Motors 
unusual engineering and manufacturing facil- 
ities, has developed features which reduce the run- 
ning expense of GMCs to a point which ts attractive 


to the operator. 
Engine 


Each cylinder wall is a separate removable sleeve—accurately machined 
to even thickness. Expansion and contraction are therefore equal in all 
parts insuring a continuous close-running fit of the pistons and preventing loss 
of power. 

Light weight pistons and connecting rods reduce fuel and oil con- 
sumption. 

Unusually accurate valve action saves fuel. 

GMC system of oil straining saves oil. 

The plain tube carburetor, with its simple and easy adjustment in- 
sures real fuel economy. 


GMC 2-Range Transmission 
{Giving 9 different gear ratios) 
Effects great fuel savings by allowing all work to be done with the 
engine operating at its highest efficiency. Also it saves tires because 
heavy loads can be started without jerking. An exclusive GMC feature 
on all models of 2% tons and larger. 


Rear Axle 
Provided with radius rods,to relieve springs of driving thrust. Springs 
absorb starting and driving torque, resulting in greater pulling ability 
and more tire mileage. 


Sold and Serviced Everywhere by Branches, Distributors and Dealers of 
GENERAL MOTORS TRUCK COMPANY, Pontiac, Michigan 


A DIVISION OF YELLOW TRUCK AND COACH MANUFACTURING COMPANY 
GMC 1, 1% and 2% ton trucks 


Yellow Cabs 


GMC Big Brute 3% and5 ton trucks GMC Big Brute 4 to 15 ton Tractor Trucks 
Yellow Coaches Yellow Light Delivery Trucks Hertz Drivurself Cars 
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Note. items in the Docket marked with an asteriek (*) are new, 
aaving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

August 12—San Francisco, Calif.—Commissioner Aitchison and Ex- 
aminer Flynn: 

18300—Motor Bus and Motor Truck Operation. 

August 13—Childersburg, Ala.—Public Service Commission of Ala- 
bama: 

* Finance No. 3489—Repetition of Central of Georgia Ry. for a modi- 
fication of the certificate and order issued on its application for 

a certificate of public convenience and necessity. 

August 17—St. Louis, Mo.—Examiner Boat: 
Fourth Section Application No. 12769, 12795, 12803, 12879, of Agent 


Leland. 
Fourth Section Application No. 626, 641 and 676, of Agent Leland. 
Pte Section Application Nos. 4018, 772, 884, 2880 et al. 
oe 17—Los Angeles, Calif.—Examiner Flynn: 
Motor Bus and Motor Truck Operation. 

naan 23—Washingeton, D. C.—Examiner Folsom: 

Valuation No. 330—Georgia & Florida Railway; Georgia & Florida 
Terminal Railway. (Further hearing.) 

A 23—Atlanta, Ga.—Georgia Public Service Cone 
Finance No. 5408—Application of L. S. Dure and H. K. Hines, re- 
ceivers of the Macon & Birmingham Ry. Co. for authority to 
Prema the railroad of that company. (Further hearing.) 
ust 25—Denver, Colo.—Examiner Flynn: 

Motor Bus and Motor Trurk Operation. 
ust 26—Omaha, Nebr.—Examiner Weems: 
52—American National Live Stock Association et al. vs. Oregon- 
“"aclaeaton R. R. & Navigation Co. et al. 

August 30—Washington, D. C.—Examiner Brinkley: 
aluation No. 755—In re tentative valuation of the property of the 
Galveston Wharf Co. 

Aug. 30—Washington, D. C.—Examiner Quimby: 


Valuation No. 729—In re tentative valuation of the 
Miss. Cent. R. 


August 30—Kansas City, Mo.—Examiner Ames: 
17942 (and Sub. Nos. 1 to 3, incl.)—Atlas Portland Cement Co. vs. 
Santa Fe et al. 
17946—Nebraska Cement Company vs. Santa Fe et al. 
September 1—Kansas City, Mo.—Examiner Ames: 


18299—The Kansas Portland Cement Co. vs. A. T. & 8. F. Ry. et al. 

17854 (and Sub. No. 1)—Iola Cement Mills Traffic Assn. et al. vs. 
A. T. & S. F. Ry. et al. 

18264—Lehigh Portland Cement Co. vs. Santa Fe et al. 


September 1—Washington, D. C.—Examiner Oberlin: 

Finance No. 5547—In the matter of the applieation of the Denver 
& Salt Lake Ry. Co. for authority to issue stock and bonds. 

Finance No. 5548—In the matter of the application of the Denver 
& Salt Lake Ry. Co. for authority to acquire and operate the line 
of railroad of the Denver & Salt Lake R. R. 

September 1—Detroit, Mich.—Examiner Flynn: 

18300—Motor Bus and Motor Truck Operation. 

September 2—Boise, Idaho—Examiner Weems: 

* 15062—American National Live Stock Assn. 
& N. Co. et al. 

opener 2—Aberdeen, Wash.—Department of Public Works of Wash- 
ngton: 

Finance No. 5486—In the matter of the application of the Northern 
Pacific Ry. Co. under paragraph (18) of Section 1 of the Inter- 
state Commerce Act for a certificate of public convenience and 
necessity to abandon a line of railroad. 

September 7—Pendleton, Ore.—Examiner Weems: 
* 15052—American National Live Stock Assn. et al. 
&*N. Co. et al. 


aaaaty one 7—Estes Park, Colo.—Commissioner Hall and Examiner 


property of the 


et al. vs. O.-W. R. R. 


vs. 0.-W. R. R. 


18208" tent Sub. Nos. 1 to 5, incl.)—Oklahoma Portland Cement co. 
vs. M.-K.-T. R. R. et al. 

Portions Fourth Section Applications Nos. 461, 462, 637 and 12050, 
filled by F. A. Leland—In re charge transportation portland cement 
from Ada, Okla., to points in Tex., La., and Ark. 

September 7—Washington, D. C.—Examiner Boyden: 
Valuation No. 770—In re tentative valuation of the property of the 
& 8S. L. R. R. Co. 
September 8—Memphis, Tenn.—Examiner Peck: 
* 18066—Little Rock Chamber of Commerce vs. A. G. S. R. R. et al. 
September 8—Washington, D. C.—Examiner Kerwin: 
* 17468—The Philip Carey Co. et al. vs. Santa Fe et al. 


Septemper 8—Washington, D. C.—Assistant Director Burnside: 
Finance No. 5639—Application of Reading Co. for authority to ac- 
quire control of the L. & N. E. R. R, Co. by lease. 
September 8—Washington, D. C.—Examiner Farls: 
Valuation No. 805—In re tentative valuation of the properties of 
the L. V. R. R. et al. 
September 8—Washington, D. C.—Examiner Macomber: 
Valuation No. 777—In re tentative valuation of the property of the 
Youngstown and Northern R. R. Co. 
September 8—Washington, D. C.—Examiner Woodrow: 
Valuation No. 786—In re tentative valuation of the property of the 
Davenport, Rock Island and North Western Ry. Co. 
Valuation No. 787—In re tentative valuation of the property of the 
Winona Bridge Ry. Co. 
Valuation No. 788—In re tentative 
Hannibal Union Depot Co. 
Valuation No. 789—In re tentative 
St. Joseph Union Depot Co. 
Valuation No. 790—In re tentative 
Keokuk Union Depot Co. 
Valuation No. 791—In re tentative 
Paducah & Illinois R. Co. 
Valuation No. 715—In re "Ganieiave 
c, B. & Q. R. R. eta al. 


valuation 


valuation 


of the property of the 
of the property of the 
of the property of the 
of the property of the 
of the property of the 


valuation 
valuation 


valuation 
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Valuation No. 716—In re tentative valuation of t property of the 
Colorado & Southern Ry. and the Colorado R. R 

Valuation No. 717—In re tentative valuations of the Properties of 
the Fort Worth & Denver ig A Ry., Acme Tap Railroad, and Fort 
Worth & Denver Termina 

Valuation No. 718—In re tentative valuation of the properties ot 
the Wichita Valley Ry. Co. et al. 

Valuation No. 719—In re tentative valuation of the 
Quincy, Omaha and Kansas City R. 


September 8—Washington, D. C.—Examiner Conway: 
Valuation No. 785—In re tentative valuation of the 
Saint Joseph Belt Railway Company. 
September 8—Washington, D. C.—Examiner Potter: 
Valuation No. 776—In re tentative valuation of the 
New Jersey, Indiana & Illinois R. R. Co. 


copes? 8—Estes Park, Colo.—Commissioner Hall and Examiner 


16282- Colorado Portland Cement Co. vs. A. T. & 8S. F. Ry. et al. 


September o—enee, D. er Boat: 
Fourth Section Application No. 2060 et al. 

Coen 8—Boston, Mass.—Commissioner Esch and Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 

September 8—Washington, D. C.—Examiner Molster: 

* Finance No. 5579—Joint Application of Morris & Essex Railroad 
Company and Delaware, Lackawanna and Western R. R. Co, 
lessee, for a certificate of public convenience and necessity. 

September 8—Pittsburgh, Pa.—Examiner Johnson: 

* 18125—Moltrup Steel Products Co. vs. Andrew Mellon, Director Gen- 
eral of Railroads, as agent. 

September 9—Philadelphia, Pa.—Examiner Brennan: 

* a ae ra Motor Body Corporation et al. 

8 . O al. 


September 9—Jefferson City, 


property of the 
Property of the 


property of the 


vs. B. & O, 

Mo.—Examiner Kettler: 

and S. No. 2697—Switching at Carthage and Joplin, Mo. 

Sept. 9—Estes Park, Colo.—Commissioner Hall and Examiner Ames: 
8211—Colorado & New Mexico Coal Operators’ Assn. vs. A. T. & 
S. F. Ry. et al. 

September 9—Washington, D. C.—Examiner Folsom: 

Valuation No. 826—In re tentative valuation of the oe ee: of the 
lessees, Buffalo Creek R. R. and the Buffalo Creek R Co 

September 9—Washington, D. C.—Examiner Roberts: 

Valuation No. 774—In re valuation of the property of the St. Louls, 
Kennett & Southeastern R. R. Co. 

September 9—Washington, D. C.—Examiner Hendon: 

Valuation No. 779—In re tentative valuation of the property of the 
Washington & Lincolnton R. R. 

Seger 10—Yakima, Wash.—Examiner Weems: 
15052—American National Live Stock Assn. et al. vs. O.-W. R. R. 
& N. Co. et al. 

September 10—Providence, R. I.—Examiner Parker: 

* 18418—Manville Jenckes Company vs. A. C. & Y. Ry. et al. 


September 10—Washington, D. C.—Examiner Faris: 
Valuation No. 773—In re tentative valuation of the property of 
Upper Merion & Plymouth R. R. Co. 
September 10—Washington, D. C.—Examiner Walsh: 
Valuation No. 781—In re tentative valuation of the property of the 
Alton and Southern R. R. Co. 
September 10—Detroit, Mich.—Examiner Johnson: 
* 15595 (and Sub. 1)—Chevrolet Motor Co. of St. 
& O. R. R. et al. (further hearing). 


ag od 10—New York, N. Y.—Commissioner Esch and Examiner 


ynn: 
18300—Motor Bus and Motor Truck Operation. 


September 10—Washington, D. C.—Examiner Walter: 

Valuation No. 783—In re tentative valuations of the properties of 
the Tennessee, Kentucky & Northern R. R. Co. and the Cincin- 
nati, Nashville Southern Ry. Co. 

September 10—Washington, D. C.—Examiner Berry: 


I. » Re No. 2714—Pencil Slats from Lebanon, Tenn., to the Virginia 
cities. 


September 11—Memphis, Tenn.—Examiner Peck: 

* 1. & S. No. 2722—Fruits and vegetables from stations on L. 
R. R. to Memphis, Tenn. 

September 13—Memphis, 


* 11023—The St. Louis Chamber of Commerce vs. Director General, 
A. G. &. R. R. et al. 


September 13—Washington, D. C.—Examiner Brinkley: 
Valuation No, 823—In re tentative ~~ of the property of 
Stockton Terminal and Eastern R. R. 
September 13—Washington, D. C. ge tng ‘Johnston: 
Valuation No. 796—In re tentative valuation of the property of the 
Charleston Union Station Co. 
September 13—Albany, N. Y.—Examiner Parker: 
* 18502—-Stevens & Thompson Paper Co. vs. B. & O. R. R. et al. 
September 13—Kansas City, Mo.—Examiner Kettler: 
* 18281—Ridenour-Baker Grocery Co. et al. vs. Santa Fe et al. 
September 13—Washington, D. C.—Examiner Corbitt: 
Valuation No. 799—In _ tentative valuation of the Susquehanna 
and New York R. R. 
September ple p Bice Meling "D. C.—Examiner Way: 
Valuation No. 111—In re — valuation of the property of the 
Grafton & Upton R. R. 
September 13—Pueblo, Colo. . aon Ames: 
18057—-The Van Dyke Motor Co. vs. Mo. Pac. R. R. et al. 
September 13—Grand Rapids, Mich.—Examiner Johnson: 
* 18235—Holland Furnace Co. vs. B. & O. R. R. et al. 
* 18236—Holland Furnace Co. vs. E. J. & E. Ry. et al. 


September 13—Washington, D. C.—Examiner Berry: 
* 17882—Roach Creek Coal Co. and G. H. Thomas and O. K. Jones, 
receivers thereof, vs. A. A. R. R. et al. 


Louis et al. vs. B. 


& N. 


Tenn.—Examiner Peck: 
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THE CHESAPEAKE and OHIO RAILWAY 


Between the Great Lakes and the Atlantic 


The C. & O. carries you through the canyons of the New River and over the 
beautiful Alleghany and Blue Ridge Mountains, an ever changing panorama 
of Wonder Scenes, and into the richest field of historic interest in America. 


THE SURF BATHING AT VIRGINIA SEASIDE 
RESORTS IS UNSURPASSED 





A Bathing Beach near Norfolk, Va. 


Service Between the EAST and WEST 


CHICAGO, CINCINNATI, LOUISVILLE, ST. LOUIS, INDIANAPOLIS 


and 


NEW YORK, PHILADELPHIA, BALTIMORE, WASHINGTON, 
RICHMOND, NEWPORT NEWS and NORFOLK 


THROUGH PULLMAN CARS 
Best of connections for all Points West and Southwest 
Superior Dining Car Service 


All tickets carry stopover privileges at White Sulphur, W. Va. 
Hot Springs, Va., Charlottesville, Va., Richmond, Va. | 
and Washington, D. C. | 


0, N. SPAIN GEO, COOMBS 


JNO. D. POTTS Eastern Passenger Agent Asst. General Passenger Agent 
Passenger Traffic Manager Washington, D. C., and 299 Broad- Cincinnati, Ohio 
way, New York City 
T. H. GURNEY R. E. PARSONS 
General Passenger Agent F. E. LANDMEIER District Passenger Agent 
Richmond, Va. Louisville, Ky. | 


Western Passenger Agent 
St. Louis 
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September 13—Chicago, Ill.—Examiner Hall: 
* 1e0es—Tyman-Michasls Co. vs. N. & W. Ry. et al. 
September 13—Philadelphia, Pa.—Examiner Brenner: 
* 18202—L. D. Goldstein et al. vs. Penna. R. R. et al. 
September 14—Kansas City, Mo.—Examiner Kettler: 
* Badger Lumber & Coal Company et al vs. Santa Fe et al. 
September 14—Washington, D. C.—Examiner Norman: 
Valuation No. 822—In re tentative valuation of the property of the 
Denver Union Terminal Ry. Co. 
Sept. 14—Washington, D. C.—Examiner Law: 
Pasanee No. 3984—Excess Income of the West Virginia Northern 
R. R. Co. 
Septembr 14—Chicago, Ill.—Examiner Hall: 
* 18365—Saline County Coal Corp. vs. C. M. & St. P. Ry. et al. 
September 14—Philadelpha, Pa. Examiner Brennan: 2 
* 18431—Florence Pipe Foundry and Machine Co., R. D. Wood & Co. 
ve. N. ¥. N. H. & H.R. R. et: at. 
September 15—Chicago, Ill.—Examiner Hall: 
* 18358—Bear Brand Hosiery Co. vs. A. B. & A. Ry. et al. 
September 15—Elkhart,. Ind.—Examiner Johnson: 
* 18345—Russell The Coal Man, Inc., vs. C. C. C. & St. L. Ry. et al. 
September 15—Philadelphia, Pa.—Examiner Brennan: | 
* 418330—Memorial Craftsmen of America vs. Atlantic City R. R. et al. 
September 15—El Dorado, Ark—Examiner Sharp: 
* 18509—Chamber of Commerce of El] Dorado, Ark., et al., vs. 
ansas R. R. et al. 
September 15—Washington, D. C.—Examiner Berry: 
* 18014—Edgerton and Beers, Inc., vs. A. C. L. R. R. 
September 15—Kansas City, Mo.—Examiner Kettler: 


* 18101 (and Sub. Nos. 1 and 2)—White Eagle Oil and Refining Co. 
vs. A. T. & S. F. Ry. et al. 


* 18335—White Eagle Oil and Refining Company et al. vs. C. B. & 
Q. R. R. et al. 

September 15—Seattle, Wash.—Examiner Weems: 

* oe Coal Producers Association vs. Un. Pac. R. R. 
et al. 

September 15—Washington, D. C.—Examiner Macomber: 


Valuation No. 815—In re tentative valuation of the property of the 
Aliquippa & Southern R. R. 


Valuation No. 816—In re tentative valuation of the property of the 
Santa Maria Valley R. R. Co. 
Ceramer 15—Asheville, N. C.—Commissioner Esch and Examiner 
“lynn: 
18300—Motor Bus and Motor Truck. Operation. 
September 15—Wichita, Kan.—Examiner Ames: 
1. & S. No. 2420—Transit at Kansas City, Mo.-Kan. on grain and 
' grain products. 
17159 (and Sub. Nos. 1 and 2)—Southern Kansas Grain and Grain 
Products’ Assn. vs. C. R. I. & P. Ry. (Further hearing.) 
September 16—Philadelphia, Pa.—Examiner Brennan: 
* 18291—Layton & Layton, Inc., vs. Penna. R. R. et al. 


September 16—Chicago, Ill._—Examiner Hall: 

* 17906—National Canners’ Association et al. vs. A. 

September 16—New York, N. Y.—Examiner Parker: 

* 17989—Loose Wiles Biscuit Co. vs. Sou. Ry. et al. 

September 16—Washington, D. C.—Examiner Hendon: 

Valuation No. 793—In re tentative valuation of the property of the 
Tucson, Cornelia and Gilda Bend R. R. Co. 

September 16—Washington, D. C.—Examiner Conway: 

Valuation No. 800—In re tentative valuation of the property of the 
Champlain Transp. Co. 

September 17—New York, N. Y.—Examiner Parker: 

* — as Call Printing & Publishing Co. vs. C. R. R. of N. J. 
et al. 

September 18—Mauch Chunk, Pa.—Examiner Brennan: 

* 18029—-George E. Freeby vs. A. C. L. R. R. et al. 

* 18341—M. D. Adelson vs. Erie R. R. et al. 

September 18—Kansas City, Mo.—Examiner Kettler: ° 

* 1. & S. No. 2723—Routing cement from Kansas, Missouri and Okla- 
homa to Arkansas and Oklahoma. 

September 18—Alexandria, La.—Examiner Sharp: 

* 17181—I. L. Pressburg vs. G. C. & S. F. Ry. et al. 

Septerngber 20—New Orleans, La.—Examiner Sharp: 

* 18270 (and Sub. No. 1 and 2)—Joseph Samuel Co., 
& S. F. Ry. et al. 

* 18356—Ship Supply Co. vs. L. & N. R. R. et al. 

September 20—Washington, D. C.—Examiner Ween:s: 

* 18298—Campbell River Mills, Ltd., vs. C. M. & St. P. Ry. et al. 

September 20—Omaha, Nebr.—Examiner Kettler: 

* 18422—Concrete Engineering’ Company vs. A. T. & S. F. Ry. et al. 
Portions of Fourth Section App. Nos. 697 and 701 et al., filed 
by F. A. Leland and J. F. Tucker, relating to steel tank ma- 
terial from Kansas City, St. Louis, Mo., Gary, Ind., E- St. Louis, 
Ill., etc., to points in Louisiana, Arkansas and Texas. 

September 20—Little Rock, Ark.—Examiner Peck: 


* hay peteaenee Cotton Oil Refining Company vs. C. B. & Q. R. R. 
et al. 
* 16300 (and Sub. Nos. 1, 2 


and 3)—Armstrong Packing Company vs. 
Abilene and Southern Ry. et al. ™ . — 





Ark- 


A. R. R:; et al. 


Inc., va. A. TF. 


* 17457—Humphreys-Godwin Company, Inc., vs. Abilene and South- 
ern Ry. et al. 
* =o om Cotton Seed Crushers Association vs. A. C. & Y. 
y. et al. 


* 18379—Texas Cottonseed Crushers 
& Rockfish R. R. et al. 
September 20—New York, N. Y.—Examiner Parker: 


* 18367—Harlem & Morrisiana Transportation Line, Inc., vs. N. Y. N. 
m. & HB. R. R. 


September 20—Washington, D. C.—Examiner Johnston: 


Valuation No. 808—In re tentative valuation of the property of the 
Colorado and Wyoming Ry. 


September 20—Washington; D. C.—Examiner Way: 


Valuation No. In re _ tentative valuation of the property of 
Arcata and Mad River R. R. 


September 20—Washington, D. C.—Examiner Roberts: 
Valuation No. 825—In re —_ valuation of the property of the 


Association et al. vs. Aberdeen 


Midland Continental R. 


September 20—Washington, D. C.—Examiner Fowler: 


Valuation No. 387—In re tentative valuation of the properties of 
the Ill. Cent. R. R. et al. 
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Valuation No. 349—In re tentative valuations of the properties of 
the Y. & M. V. R. R. et al. 


Valuation No. 354—In re tentative valuation of the property of ty, 
Batesville Southwestern R. R. and R. J. Darnell, lessee. 

Valuation No. 384—In re tentative valuation of the property of th 
Chicago, Memphis & Gulf R. R. Co. 

Valuation No. 388—In re tentative valuation of the property of the 
Kensington & Eastern R. R. Co. , 


Valuation No. 271—In re tentative valuation of the property y 
Kentucky Midland R. R. Co. 


Valuation No. 395—In re tentative valuation of the property g 
Dunleigh and Dubuque Bridge Co. 


Valuation No. 441—In re tentative valuation of the property of th 
Miss. Valley Co. 


September 20—Argument at Washington, D. C.: 
13823—-Virginia Coal Operators’ Assn. vs. A. & R. R. R., et al. 
12635—Cooperative Oil & Paint Co. et al. vs. Director Genera), as 
Agent, Baltimore & Ohio Railroad et al. 
Finance No. 4723—In the application of Grand Rapids and Indiana 
R. R. Co. and the Pennsylvania R. R. Co. for authority to abandon 


the Jennings Branch and the Michelson Branch of Grand Rapids 
& Indiana R. R. Co. 


4 
RATES ON BRICK 


Hearing in I. and S. 2706, brick from points in Illinois to 
the Twin Cities and Duluth and upper Wisconsin and Michigan 
was completed last week, before Examiner Fleming at Chicago, 
F. E. Keiser, for Duluth interests, entered testimony protesting 
the publication of the proposed rates, which the carriers had 
previously testified were in line with the decision of the Commis. 
sion in the Danville brick case. Mr. Keiser offered testimony 
and rate exhibits to show that the differential between the Twin 
Cities and Duluth was made greater, increasing it beyond 5) 
cents a hundred on brick and related articles, thereby putting 
Duluth at a greater disadvantage than it was already with 
relation to the Twin Cities. 





RAILROAD FUEL COSTS 


Statistics on railroad fuel costs compiled from reports repre 
senting 174 Class I railroads, exclusive of switching and terminal 
companies, by the Bureau of Statistics of the Commission, for 
May, 1926 and 25, and for the five months ended with May, 1926 
and 1925, show the following: 


Total cost of coal and fuel oil—$25,410,219 for May and _ $25,862,- 
326 for May, 1925; $135,851,986 for five months ended with May and 
$138,554,604 for same period of 1925. Dee 
Net tons of coal consumed—7,844,354 for May and 7,575,667 for 
May, 1925; 42,415,843 for five months ended with May and 40,260,542 
for the same period of 1925. . 

Average cost per net ton—$2.62 for May and $2.73 for May, 1925, 
$2.63 for five months ended with May and $2.80 for same period of 
1925. : : 

Total cost of coal $20,583,202 for May and _ $20,688,487 for 
May, 1925; $111,665,992 for tive months ended with May and $112,- 
565,840 for same period of 1925. r e 

yallons fuel oil consumed—165,556,788 for May and 159,088,913 
for May, 1925; 832,882,023 for five months ended with May and 821,- 
043,438 for same period of 1925. tu 

Cost per gallon fuel oil (average)—2.92 cents for May and 3.2% 
cents for May, 1925; 2.90 cents for five months ended with May and 
3.14-cents for same period of 1925. a 

Total cost fuel oil—$4,827,017 for May and $5,173,839 for May, 1923; 


$24,185,904 for five months ended with May and $25,988,764 for same 
period of 1925. : 








NEW YORK CENTRAL PLANS 


The New York Central and the Cleveland, Cincinnati, Chi- 
cago & St. Louis, (Big Four) have filed applications with the 
Commission to enter into 99-year leases, which, if approved, will 
forward the New York Central’s unification plans. ; 

The New York Central has asked for authority to acquire 
control, by lease, of the Big Four, having a mileage of 2,398, the 
Michigan Central with a mileage of 1,862, and the Chicago, Kala- 
mazoo & Saginaw with a mileage of 46. 

The Big Four application is for authority to acquire, by 
lease, the property of the Cincinnati Northern, with a mileage of 
244, and the Evansville, Indianapolis & Terre Haute, with a 
mileage of 146. The two short roads mentioned are now oper- 
ated as part of the Big Four system, which in turn is operated 
as part of the New York Central system. 

The applicants have very large holdings of the stock in the 
companies which are to be taken over by lease, the percentage 
running as high as 99.145 per cent. 


LAKE RATE HEARING 


Examiner W. H. Woolfolk, of the bureau of regulation of 
the Shipping Board, will hold a hearing September 9, at Duluth, 
Minn., on complaints filed by the Muir Smith Motor Company 
and Russell S. Sherman, Inc., of Duluth, against the Great 
Lakes Transit Corporation, attacking rates on automobiles from 
Detroit to Duluth. It is alleged that the carrier applied to 
shipments of automobiles from Detroit to Duluth a specific 
commodity rate without regard to tariff provisions permitting 
the alternative application of class and commodity rates and 
that the charges thus enacted were, are and for the future 
will be unjust and unreasonable in violation of section 18 of 
the shipping act. The applicability of Rule 34 of the governing 


classifications to articles transported entirely by water is in 
issue in the cases. 
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The Owens Bottle Company—The Libbey-Owens Sheet Glass Company. 


CHARLESTON, WEST VIRGINIA 


HOME OF FAMOUS INDUSTRIES 


Charleston’s Manufacturing Fundamentals: 


High quality coal at the mine’s mouth. 

Low priced electric power in any quantity. 

Native born American labor. 

Accessibility to wide range of natural resources. 

Adequate finances for deserving industries. 

Wide range of transportation for distribution of finished products. 


Charleston’s Geographical Location: 


On four trunk line railroads extending from the great ports of Hampton 
Roads, Baltimore, Philadelphia and New York on the east to the Mississippi 
River and Great Lakes on the west and north, affording unexcelled transportation 
for assembling raw materials from and distribution of finished products to all 
sections of the country. 


_Charleston’s Industrial Activity: 


Charleston has more than 278 industries producing wood products, mine cars, 
mine tipples, marine boilers, inland waterway vessels, anhydrous ammonia, amyl 
alcohol, chlorine and caustic soda, dye intermediates, high grade dyes, phenol, 
clay products, artificial silk, bases, paper, rubber, accelerators, flour, feed, pistons, 
paints, lead, alkalis, ferro chrome, heavy chemicals, window glass, glass bottles, 
axes, scythes, small tools, high speed steel, etc., etc. 


There Is a Reason 


for the location at Charleston of the largest sheet glass plant, the largest axe 
plant, the largest ammonia plant, the largest raw silk base plant, and the second 
largest phenol plant in the United States. 


The Industrial Department of THE CHESAPEAKE AND OHIO RAIL- 
WAY will be glad to furnish data and information on Charleston. 


AnnPwd 


K. T. CRAWLEY D. C. BOY 
Manager, Industrial Department, Industrial Agent, 
Richmond, Virginia. Huntington, W. Va. 
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They Delivered Oil in Half-Pints Then 


Now 160,000 Half-Pints Are Carried in a Single Tank Car 


In the early days of the petroleum industry, the 
chief function of crude oil, aside from its illumi- 
nating duties, was its use as a panacea—a marvel- 
ous medicine guaranteed to cure anything from 
baby’s croup to barber’s itch, not to mention 
painter’s colic and writer’s cramp. 


Sales were great but quantities comparatively 
small. Deliveries were made in half-pint units. 


Consider the difference in the situation today— 


with single tank cars regularly carrying 10,000 
gallons! 


The manner in which tank cars have met the 
tremendous demands placed upon them in recent 
years is one of the outstanding developments in 
transportation—a development in which the pri- 


vate car builder and lessor has played a most im- 
portant part. 


It is the stabilizing influence of tank car leasing 
that minimizes the losses of seasonal variation in 
gallonage; that enables the shipper of liquids to 
have the full use of cars without paying for the 
periods in which he does not use them, without 
the heavy capital investment that ownership en- 
tails, and without interest, 
taxes, depreciation or obsoles- 
cence to contend with. 


North American Leasing 
was founded on experience, 
and is grounded in service. 
We invite you to get in touch 
with us. 





NORTH AMERICAN CAR CORPORATION, 327 S. La Salle St., Chicago, Ill. 


Noth American 





CAR LEASING SERVICE 


CHICAGOS’STULSASY NEW ORLEANS 
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Greater Safety~Lower Cost 


; ee picture shows 100-lb. kegs of lead The traffic manager was quick to see the ad- 


in oil ““Bound to Get There’ with Acme vantages of Acme “Unit-Load” and accord- 
“Unit-Load.” ingly arranged for a trial installation. That 
was 7 months ago, and since that time many 


cars have been shipped in perfect condition 
of wood blocking and the expenditure for —at a fraction of the old cost. 


material and labor was running the ship- 
ping cost up to a very high figure. In 
addition, they had been troubled with several 
large damage claims. 


The shipper had been using elaborate forms 


Whether you are shipping paper in rolls, 
sauer kraut in barrels or cook stoves in 
crates, Acme “Unit-Load” will smooth the 
“bumps” of transportation for you too. 


{ LET US SHOW YOU How | 


ACME STEEL COMPANY 


MANUFACTURERS SINCE 1880 CHICAGO 2840 ARCHER AVE. 


Brooklyn, N. Y. Atlanta, Ga. Seattle, Wash. San Francisco, Cal. 
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Great Northern Railway 


Offers 





An Unsurpassed Transportation Service 










Between 


St. Paul, Minneapolis, Duluth, Superior, 
Sioux City, Billings and North 
Pacific Coast Points 


With Rail and Steamer Connections to and 
from Points Beyond 


Glacier Park is Now at Its Best! 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. t. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York Cit Seattle, Wash. 


| Great Northern Railway 


Route of the New Oriental Limited 
finest Train to and from the Pacific Northwest—No Extra Fare 
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SOUTHERN PACIFIC LINES 
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